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SYSTEM AND METHOD FOR PERFORMING
AUTO-LOCATION OF A TIRE PRESSURE
MONITORING SENSOR ARRANGED WITH A
VEHICLE WHEEL USING CONFIDENCE
INTERVAL ANALYSIS AND CHANGE OF
WHEEL DIRECTION

PRIORITY

This application is a continuation-in-part of U.S. applica-
tion Ser. No. 13/973,855 filed Aug. 22, 2013, entitled “Sys-
tem and method for performing auto-location of a tire pres-
sure monitoring sensor arranged with a vehicle wheel using
confidence interval analysis and rollback events,” disclosure
of which is incorporated here in its entirety.

BACKGROUND

1. Technical Field

This application relates generally to a system and method
for performing auto-location of a wheel in a vehicle and more
particularly to a tire pressure monitoring system and method
for performing auto-location of a tire pressure monitoring
sensor arranged with a vehicle wheel using confidence inter-
val analysis. This application further relates to a tire pressure
monitoring system and method for performing auto-location
of a tire pressure monitoring sensor using confidence interval
analysis which takes into consideration change of wheel
direction.

2. Related Art

In tire pressure monitoring systems, performing auto-loca-
tion of a wheel is needed for a number of reasons. Tire
pressure monitoring systems generally include a tire pressure
monitoring (TPM) sensor in or at each wheel of a vehicle and
a central controller which receives tire pressure information
from each TPM sensor, to be reported to the driver of the
vehicle. Auto-location is the identification of each TPM sen-
sor and determination of its position on the vehicle, automati-
cally and without human intervention. Auto-location may be
done initially upon installation and subsequently in the event
of tire rotation or replacement. Performing auto-location
involves determining the identity or serial number of a TPM
sensor in each of the wheels in the car. In premium vehicles,
knowing the identity of the TPM sensor in each wheel allows
a pressure by position display to be implemented and shown
to the driver. In basic vehicles with different placard tire
pressures for front and rear axles, it is desirable to know TPM
sensor identities and positions in order to check pressure
against a correct threshold for an applicable axle.

Auto-location may use antilock brake systems (“ABS”)
which are employed in most vehicles. The ABS allows inde-
pendent wheel speeds to be monitored in near real-time. In
one embodiment, the wheel phase and/or speed data includes
oris based on the ABS data. The ABS data typically indicates
ABS tooth counts. By analyzing ABS tooth counts, correla-
tion between ABS data and other data from TPM sensors can
be used to locate wheel positions where the TPM sensors are
arranged. ABS sensors provide the ABS data and may be
associated with one or more wheels. As one example, ABS
sensors are associated with each wheel of a vehicle, or with
selected wheels of the vehicle. The wheel phase and/or speed
data is not limited to the ABS data. A sensor, a device, a
system, or a mechanism that may provide wheel phase and/or
speed data directly or in various forms may be used in addi-
tion to, or instead of antilock brake systems.

The ABS data may be analyzed statistically. For instance, a
historic trace of the ABS data may be observed to determine
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the location of a wheel based on a statistically significant
value of the ABS data, or based on a lowest standard variation
of ABS tooth count values. Statistical analysis involving a
standard deviation, a variance, dispersion, etc. may fully take
even extreme data points into consideration and such data
points may significantly influence determination of the loca-
tion of the wheel. The extreme data points may be caused by
nuisance factors such as road noise, vehicle vibrations, error
in ABS source data, communication delays, etc. Accordingly,
the extreme data points may cause irregular and unexpected
changes to the ABS data which may bias the auto-location of
the wheel.

The ABS data such as ABS tooth counts increment
upwards, regardless of whether a wheel associated with an
ABS sensor rotates clockwise or counter clockwise. Any
counter clockwise movement over the course of a drive may
cause the mean of correlated ABS tooth counts to shift.
Accordingly, the counter clockwise movement of the wheel
may need to be monitored and upon detection of such move-
ment, it is desirable to take the ABS tooth counts associated
with the counter clockwise movement into a consideration in
performing the auto-location. Moreover, it may be desirable
to consider change of wheel direction associated with a
vehicle as such change of direction may affect the auto-
location determination.

SUMMARY

The present embodiments are directed to auto-location
systems and methods in which ABS sensor data is correlated
with a radio frequency transmission from a TPM sensor
located at or on a specific wheel and such correlation is
analyzed based on a confidence interval of a histogram rep-
resenting correlated ABS sensor data to determine a location
of'the TPM sensor at or on the specific wheel ona vehicle. The
present embodiments determine the wheel location in order to
determine the location of a TPM sensor arranged with the
wheel. In the present embodiments, the auto-location of a
wheel indicates auto-location of the TPM sensor arranged
with the wheel so that parameters from the TPM sensor may
be assigned to the wheel. ABS sensor data, such as correlated
ABS tooth counts, are converted and stored in a histogram
array. A normal or Gaussian distribution pattern is portrayed
from a histogram of an ABS sensor associated with a wheel
having a TPM sensor which transmits RF transmissions. On
the other hand, a random distribution pattern is portrayed
from a histogram of an ABS sensor associated with different
wheels where the TPM sensor is not arranged. The location of
the wheel where the TPM sensor is mounted is identified
based on the histogram of actual ABS sensor data which
resembles a normal distribution pattern. The histogram hav-
ing the most normal distribution pattern shows a lowest con-
fidence interval width. The histogram having a more random
distribution pattern shows a significantly higher confidence
interval width. Based on the lowest confidence interval width,
the wheel location of the TPM sensor is identified.

By way of example, one embodiment of a wheel auto-
location method includes (i) the step of receiving a radio
frequency (RF) transmission that indicates one-measurement
point during a rotation of a wheel and tire pressure monitoring
(TPM) sensor parameters, wherein the RF transmission is
associated with a phase correlation data storage event trigger
and (ii) the step of storing a current content of a rolling
window of an antilock brake system (ABS) data indicative of
a wheel phase angle in response to the phase correlation data
storage event trigger, wherein a time period covered by the
rolling window is the same or greater than a time period
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between the one-measurement point and a receipt point of the
RF transmission, and the current content of the rolling win-
dow corresponds to the ABS data between the one-measure-
ment point and the receipt point of the RF transmission. The
one-measurement point is calculated based on the time period
between the one-measurement point and the receipt point of
the RF transmission, and relevant ABS data is determined
from the current content of the rolling window of the ABS
data based on the one-measurement point over time. The
relevant correlated ABS data is converted in a histogram array
and a confidence interval (COIN) width value is calculated
from the histogram array. The wheel auto-location method
further includes the step of applying an auto-location algo-
rithm to identify a specific location of the wheel based on a
lowest COIN width value where the TPM sensor parameters
are associated with the specific location of the wheel.

In determining the COIN width value, change of wheel
direction may need to be taken into consideration. The change
of' wheel direction may result in a shift in the perceived mean
of correlated ABS tooth counts. Accordingly, the change of
wheel direction may change means of correlated ABS tooth
counts which in turn may result in incorrect auto-location.
Detecting and managing the change of direction ensures that
the accurate location of a wheel unit can be made.

In one embodiment, a method for determining change of
direction of a vehicle includes steps of maintaining a rolling
window of ABS data indicative of ABS tooth count and cap-
turing a relevant rolling window of ABS data at the predeter-
mined one-measurement point; storing the rolling window of
the ABS data indicative of ABS tooth in a buffer; monitoring
the ABS data and detecting a valid stop event which causes
the rate of change of ABS tooth count to substantially decre-
ment to zero; and monitoring the ABS data and detecting a
valid move event which causes the rate of change of ABS
tooth count to substantially increment from zero. The method
also includes steps of determining a pre-stop phase relation-
ship between at least two wheels based on the ABS tooth
count stored in the buffer immediately prior to the valid stop
event; determining a post-start phase relationship between at
least two wheels based on the ABS tooth count stored in the
buffer immediately subsequent to the valid move event; and
correlating the pre-stop phase relationship and the post-start
phase relationship to determine change of direction and con-
fidence level.

Another embodiment of the present invention includes a
wheel auto-location method including steps of receiving an
RF transmission indicating a predetermined one-measure-
ment point during rotation of a wheel and TPM sensor param-
eters; calculating the predetermined one-measurement point
based on the RF transmission; maintaining a rolling window
of ABS data and capturing a relevant rolling window of ABS
data at the predetermined one-measurement point; and moni-
toring the ABS data and detecting change of direction as
described in the method for determining change of direction
of a vehicle in the above embodiment. The wheel auto-loca-
tion method further includes steps of correlating the ABS data
at the one-measurement point with a specific location of a
wheel based on COIN width analysis of the relevant rolling
window of ABS data at the predetermined one-measurement
point; and determining the specific location of the wheel
where the TPM sensor parameters are assigned.

The foregoing has outlined rather broadly some exemplary
embodiments along with some features and technical advan-
tages of the present invention in order that the detailed
description of the invention that follows may be better under-
stood. Additional features and advantages of the invention
will be described hereinafter which form the subject of the
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claims of the invention. It should be appreciated by those
skilled in the art that the conception and specific embodiment
disclosed may be readily utilized as a basis for modifying or
designing other structures for carrying out the same purposes
of the present invention. It should also be realized by those
skilled in the art that such equivalent constructions do not
depart from the spirit and scope of the invention as set forth in
the appended claims. The novel features which are believed to
be characteristic of the invention, both as to its organization
and method of operation, together with further objects and
advantages will be better understood from the following
description when considered in connection with the accom-
panying figures. It is to be expressly understood, however,
that each of the figures is provided for the purpose of illus-
tration and description only and is not intended as a definition
of the limits of the present invention.

BRIEF DESCRIPTION OF THE DRAWINGS

The accompanying drawings, which are incorporated in
and form part of the specification and in which like numerals
designate like parts, illustrate embodiments of the present
invention and together with the description, serve to explain
the principles of the invention. In the drawings:

FIG. 1 illustrates one embodiment of a tire pressure moni-
toring system;

FIG. 2 illustrates one embodiment of a wheel unit for use
with the tire pressure monitoring system.

FIG. 3A illustrates a wheel phase angle as a function of the
gravitational force, i.e., acceleration and FIG. 3B illustrates
phase varying signals from different sensors.

FIG. 4 illustrates one embodiment of correlation between
wheel phase angle information from the wheel unit and ABS
data.

FIG. 5 is a flow chart illustrating one embodiment of a
method for performing auto-location of a wheel using wheel
phase angle information at the wheel unit.

FIG. 6 is a flow chart further illustrating the method for
performing auto-location of the wheel at an Electronic Con-
trol Unit (“ECU”).

FIG. 7 is a flow chart illustrating another embodiment of
the method for performing auto-location of the wheel using
wheel phase angle information.

FIG. 8 is a flow chart illustrating another embodiment of
the method for performing auto-location of the wheel using
wheel phase angle information.

FIG. 9 is a flow chart illustrating another embodiment of
the method for performing auto-location of the wheel using
wheel phase angle information.

FIG. 10A illustrates correlation between ABS data and a
one-measurement point during a rotation of a wheel and FIG.
10B illustrates storage of the ABS data at the one-measure-
ment point.

FIGS. 11A-11D illustrate various embodiments of a phase
correlation data storage event trigger based on various wheel
phase angle indications.

FIG. 12 is a flow chart illustrating one embodiment of an
auto-location method based on the ABS data at the one-
measurement point.

FIG. 13 illustrates one embodiment of ABS tooth count
values for four wheels with respect to RF transmissions from
a left rear wheel unit.

FIGS. 14A and 14B are histograms illustrating correlated
ABS tooth count values over bins.

FIG. 15 is a flow chart illustrating one embodiment of an
auto-location algorithm based on a COIN width analysis.
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FIGS. 16 A and 16B illustrate one example of converting
and storing ABS tooth counts in histogram arrays in connec-
tion with the auto-location algorithm as shown in FIG. 15.

FIG. 17 illustrates one example of a histogram array struc-
ture.

FIG. 18A illustrates a histogram having an observed con-
fidence interval applied and FIG. 18B is a flowchart illustrat-
ing calculating a COIN width value for each histogram array
in connection with the auto-location algorithm as shown in
FIG. 15.

FIG. 19 illustrates a histogram array of correlated ABS
tooth counts with a normal distribution curve.

FIG. 20 illustrates the boundary of the histogram array of
FIG. 19 defined by the observed confidence interval.

FIGS. 21A-21D illustrate different patterns of histograms
with respect to correlated ABS tooth counts of four ABS
sensors for a wheel unit 101 mounted at a left front location
after twenty four (24) transmissions.

FIG. 22 illustrates one example of bar charts showing
COIN widths calculated for each wheel unit and each ABS
sensor located at left front, right front, left rear and right rear
locations.

FIG. 23 illustrates one example of configuration of COIN
width margin bands.

FIG. 24 illustrates bar charts of FIG. 22 with application of
the COIN width margin of FIG. 23.

FIG. 25 illustrates two examples of configurations of
COIN width thresholds i.e fixed or dynamic.

FIG. 26 illustrates bar charts of FIGS. 22 and 24 with
application of the fixed COIN width threshold of FIG. 25.

FIG. 27 illustrates consideration of extreme data points in
connection with the COIN width analysis.

FIGS. 28A and 28B are flowcharts illustrating monitoring
and detecting of rollback events.

FIG. 29A illustrates a chronological example of how a
mean correlated ABS tooth count my change over time upon
occurrence of rollback events during a drive, and FIG. 28B
illustrates three distinct localizations of distributed correlated
ABS tooth counts around three different means p1, u2 and p3.

FIG. 29B illustrates a histogram applying COIN width
weighting analysis.

FIG. 30 illustrates a telltale pattern of a vehicle roll, back-
wards, or forwards between two stop events with respect to
speed and ABS tooth counts.

FIGS. 31A and 31B illustrate detecting a valid stop event.

FIGS. 32A and 32B illustrate detecting a valid move event.

FIG. 33 illustrates a histogram applying COIN width
weighting analysis.

FIG. 34A illustrates one example of changes in ABS tooth
count upon change of direction of left front and right front
wheels and FIG. 34B is one example of a chart summarizing
changes in ABS tooth counts.

FIGS. 35A and 35B illustrate enlarged view of ABS tooth
rotation of left front and right front wheels for phase relation-
ships; FIG. 35C is a chart summarizing change in ABS tooth
counts.

FIG. 36 is a flow chart illustrating one embodiment of
detecting and determining change of direction indication.

FIG. 37A is a flow chart illustrating one embodiment of
setting up a rolling buffer of ABS data; FIG. 37B is one
example structure of a rolling buffer for each wheel of a
vehicle.

FIGS. 38A and 38B illustrate one embodiment of deter-
mining phase relationships prior to a stop event; FIG. 38C
illustrates one embodiment of a decision matrix relating to
phase relationships prior to the stop event and subsequent to
a move event.
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6
FIGS. 39A and 39B illustrate one embodiment of deter-
mining phase relationships subsequent to the move event.
FIGS. 40A and 40B illustrate one embodiment of correlat-
ing pre-stop phase relationships and post-start phase relation-
ships and determining indication of change of direction.

DETAILED DESCRIPTION

The present invention is directed to systems and methods in
which a measurement from a wheel is combined or correlated
with wheel phase and/or speed data such as antilock brake
system (ABS) data to allow identification of tire pressure
monitor (TPM) sensors to a specific location on a vehicle by
using confidence interval analysis. In accordance with vari-
ous embodiments of the present invention, a tire pressure
monitoring system comprises wheel rim or tire mounted TPM
sensors, typically four, and an Electronic Control unit (ECU)
that receives signals from the TPM sensors. In addition, the
system employs data presented to the ECU from the ABS
module.

In accordance with various embodiments of the present
invention, the identification of the TPM sensors may require
snapshots of information at one-measurement point during a
rotation of a wheel, where a snapshot is a capture of informa-
tion from a short duration of a continuous stream of informa-
tion. The ECU holds a rolling window of ABS data for all
wheels or selected wheels associated with ABS sensors.
When a radio frequency (RF) data frame is received, the ECU
uses the RF data frame to store and determine relevant ABS
data from the rolling window of the ABS data. An auto-
location algorithm is applied to stored ABS data to identify a
specific location of a wheel where a TPM sensor is arranged.
The auto-location algorithm converts the correlated ABS data
and stores it in memory in histogram arrays. In one embodi-
ment, each correlated ABS tooth count per RF transmission is
converted into an equivalent bin number and stored along
with a number of occurrences of the same bin number in an
array. The equivalent bin numbers and the number of occur-
rences of identical bin numbers are represented in two-di-
mensional histogram. For each histogram, a confidence inter-
val width value is calculated.

It has been observed and determined through extensive
testing and simulations that when correlation of RF transmis-
sions from a wheel unit mounted at a selected wheel location
and an ABS sensor mounted at the selected wheel location is
plotted in a probability distribution function, it is portrayed as
anormal distribution pattern about a mean value. Onthe other
hand, a probability distribution function plotting correlation
between RF transmissions from the wheel unit and ABS
sensor or sensors mounted at the location other than the
selected wheel location portrays a non-normal distribution, or
a random distribution pattern. The confidence interval analy-
sis takes advantage of an expected distribution shape of cor-
related ABS data, i.e., the normal distribution pattern or the
random distribution pattern of correlated ABS data. The con-
fidence interval analysis matches a distribution shape of
actual data set with the expected distribution shape. In other
words, the confidence interval analysis involves pattern-
matching statistical analysis which enables association and
location of each transmitting wheel unit to a respective wheel
such wheel unit is mounted.

As the confidence interval analysis is based on the pattern-
matching between the actual distribution shape and the
expected distribution shape, it may not require measurements
of absolute spread of data. Also, the confidence interval
analysis may not require tracking and storing a mean value of
distributions. Nor does the confidence interval analysis
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require a perfect normal distribution shape, as it uses the
pattern matching between the actual and the expected distri-
bution shapes. The actual random distribution shapes are
significantly different from the normal distribution shape.
The confidence interval analysis focuses on a highly relevant
range of data rather than the entire range of data. Accordingly,
the confidence interval analysis may avoid disproportional
impacts on an overall analysis by extreme data points such as
significantly low or high value of ABS data for a certain RF
transmission in light of various nuisance factors. Extreme
data points are to be expected during a regular course of
driving of any vehicle. Thus, the confidence interval analysis
may provide a reliable and robust technique for auto-location
with high precision and accuracy.

Referring to FIGS. 1-13, embodiments of obtaining ABS
data for each RF transmission from a wheel unit are
explained. FIG. 1 illustrates atire pressure monitoring system
100 according to a first embodiment of the present invention.
The system 100 is arranged in a standard vehicle 1 having four
wheels. Four wheels include a left front wheel (LF), a right
front wheel (RF), a left rear wheel (LR ) and a right rear wheel
(RR). In another embodiment, the system 100 may be
arranged in any other vehicle having a different number of
wheels. The system 100 includes wheel units 101, 102, 103
and 104 that are associated with each wheel of the vehicle 1.

The system 100 further includes four antilock brake system
(ABS) sensors 201, 202, 203 and 204. In this embodiment,
ABS sensors 201, 202, 203, 204 are also associated with each
wheel of the vehicle 1. Accordingly, each wheel is assigned
with one of the wheel units 101, 102, 103 and 104 and one of
ABS sensors 201, 202, 203 and 204. In another embodiment,
ABS sensors 201, 202, 203, 204 may not be associated with
all four wheels. Fewer numbers of ABS sensors may be
present in a structure of a vehicle such as a single axle and
associated with a few selected wheels.

The system 100 also includes an Electronic Control Unit
(ECU) 300 and a receiver 400. The ECU 300 is coupled to the
ABS sensors 201, 202, 203, 204 via a communication bus
such as a Controller Area Network (CAN) bus and receives
ABS data from the ABS sensors 201,202, 203, 204. The ECU
300 includes a processor 302 and storage 304. The ECU 300
operates to store received ABS data in the storage 304 to
provide a historic ABS trace. The ECU 300 may be imple-
mented by any suitable means, for example a microprocessor,
microcontroller, an Application Specific Integrated Circuit
(ASIC), or other suitable data processing device programmed
to perform the functions described herein. Further, the ECU
300 may communicate with other vehicle components using
any other suitable device, either wire line or wireless. The
CAN bus is an exemplary implementation of data communi-
cation among components of the vehicle. The ECU 300 stores
computer program code. In one embodiment, the ECU 300
executes the computer program including instructions of cal-
culating a first time (T1) based on a predetermined time delay
(T2-T1), storing ABS data indicative of a wheel phase angle
based on a phase correlation data storage event trigger and
determining the ABS data at the first time (T1), and correlat-
ing a location of the wheel with a location of the ABS sensor
based on a historic trace of the ABS data at the first time (T1).

The ECU 300 also receives data from the wheel units
101,102, 103 and 104 via the receiver 400. For example, the
wheel units 101, 102, 103 and 104 transmit radio frequency or
other wireless communications conveying data and other
information to the ECU 300. The respective wheel units
include a suitable radio transmission circuit and the ECU 300
includes a suitable radio reception circuit for radio commu-
nication. Further, the radio circuits may use an agreed upon
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transmission and reception format and data encoding tech-
nique. The ECU 300 operates to correlate the data received
from the wheel units 101, 102, 103 and 104 with the ABS data
in order to perform auto-location, as will be discussed in
detail below.

Referring to FIG. 2, an exemplary structure of the wheel
unit 101 is illustrated in more detail. The wheel units 102-104
may incorporate the same structure as that of the wheel unit
101. As shown in FIG. 2, the wheel unit 101 includes a
microcontroller 222, a battery 204, a transponder coil 206, a
sensor interface 207, a pressure sensor 208, a wheel phase
angle sensor 212, a transmitter 214 and an antenna 216. In
other embodiments, the wheel unit 101 may have a different
structure from the structure illustrated in FIG. 2. The micro-
controller 222 is coupled to the sensor interface 207. The
sensor interface 207 is coupled to the wheel phase angle
sensor 212. In one embodiment, the wheel phase angle sensor
212 measures a wheel phase angle at multiple different times.
The wheel phase angle sensor 212 provides measurements to
the sensor interface 207. Alternatively, or additionally, the
wheel phase angle sensor 212 provides other value or infor-
mation indicative of wheel phase angle measurements. The
sensor interface 207 receives the measurements of the wheel
phase angle sensor 212 in the form of an electrical output
signal. The sensor interface 207 receives the electrical output
signal and amplifies and filters the signal. The sensor inter-
face 207 sends the processed signal to an analog to digital
converter (not shown) in order to convert the signal into a
digital signal. The microcontroller 222 receives the digital
form of the output signal from the wheel phase angle sensor
212 for processing.

In the illustrated embodiment, the pressure sensor 208
detects the pneumatic air pressure of the tire with which the
wheel unit 101 is associated. In alternative embodiments, the
pressure sensor 208 may be supplemented with or replaced by
a temperature sensor or other devices for detecting tire data.
An indication of the tire pressure data is sent to the micro-
controller 222 via the analog-to-digital converter (not
shown).

The battery 204 is a power source of the wheel unit 101.
The transponder coil 206 detects external activation of the
transponder by a signal applied by a remote exciter and may
modulate a signal to communicate data to a remote detector
from the wheel unit 101. The wheel unit 101 provides data
including tire pressure from the pressure sensor 208 and the
wheel phase angle information from the wheel phase angle
sensor 212 through the transmitter 214 and the antenna 216 to
the ECU 300 (see FIG. 1).

Upon rotation of a wheel, the wheel phase angle sensor 212
operates to measure a wheel phase angle. The wheel phase
angle measurements may not be against an absolute refer-
ence. The reference may be arbitrarily selected based on
accuracy capability and ease of implementation or based on
other criteria. In other words, the phase measurements do not
have to be measured from a top of wheel, or road striking
point. In this embodiment, the key piece of information may
be a phase difference, or a phase delta of the wheel, and
therefore, the requirement is that two different phase angles
are measured relative to the same angle. Alternatively, or
additionally, in another embodiment, the key piece of infor-
mation may include one-measurement point during a rotation
of a wheel.

The wheel phase angle sensor 212 may be mounted on a
rim of the wheel, or a tire mounted sensor. Alternatively, or
additionally, the wheel phase angle sensor 212 may be
arranged on any suitable location associated with a wheel. In
one embodiment, the wheel phase angle 212 includes a rota-
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tion sensor. For example, the rotation sensor may be a piezo-
electric rotation sensor which measures a wheel phase angle
based on the gravitational force. Specifically, as the wheel
rotates, the gravitational force causes a sensing element of the
rotation sensor to experience different forces which results in
a different output signal representing a wheel phase angle or
wheel angular position. In that way, the rotation sensor pro-
duces an output signal indicating a wheel phase angle at a
predetermined time. The output signal of the rotation sensor
may have different amplitude and/or different polarity
depending on the wheel phase angle. For instance, the rota-
tion sensor produces the output signal having amplitude M at
0 degrees and having the amplitude -M at 180 degrees. Alter-
natively, or additionally, any conventional rotation sensor
may be used as the wheel phase angle sensor 212.

In another embodiment, the wheel phase angle sensor 212
comprises a shock sensor of the type that produces an elec-
trical signal in response to acceleration. The electrical signal
is indicative of, or typically proportional to, the experienced
change in acceleration. Alternatively, the wheel phase angle
sensor 212 may each comprise an accelerometer or a micro-
electromechanical systems (MEMs) sensor. The main difter-
ence between an accelerometer and a shock sensor is that the
output signal from a shock sensor is related to a change of
force applied to the shock sensor, whereas the output signal
from an accelerometer is proportional to the absolute force
applied. Shock sensors may be implemented, for example,
with shock sensors discussed in commonly owned U.S. Pat.
No. 7,362,218, issued Apr. 22, 2008 and entitled Motion
Detection Using A Shock Sensor In A Remote Tire Pressure
Monitor System and commonly owned U.S. Pat. No. 7,367,
227, issued May 6, 2008 and entitled Determination Of
Wheel Sensor Position Using Shock Sensors And A Wireless
Solution, the disclosures of which are incorporated here in its
entirety. Accelerometer sensors may be implemented, for
example, with sensors discussed in commonly owned U.S.
Pat. No. 7,010,968, issued Mar. 14, 2006 and entitled Deter-
mination Of Wheel Sensor Position Using A Wireless Solu-
tion, the disclosure of which is incorporated here in its
entirety.

In the embodiment where shock sensors or accelerometers
are used as the wheel phase angle sensor 212, FIG. 3A is a
graph illustrating a wheel phase angle or a wheel angular
position as a function of the gravitational force or accelera-
tion. In the illustrated embodiment, the wheel rotates counter
clockwise, and acceleration along the z axis 304 leads accel-
eration along the x axis by approximately 90 degrees. The
output signal is a sinusoid with a period equal to one revolu-
tion of the wheel. The magnitude of the output signal is a
voltage proportional to the change in acceleration or accel-
eration experienced by the wheel phase angle sensor 212 such
as the shock sensors or accelerometers as they rotate. The
graph as shown in FIG. 3A is by way of example, and the
actual acceleration experienced in a moving wheel may be
different from the amount illustrated in FIG. 3A.

FIG. 3B(a) illustrates phase varying signals output from
the wheel phase angle sensor 212 which may be a shock
sensor or an accelerometer. FIG. 3B(4) illustrates phase vary-
ing signals output from the wheel phase angle sensor 212
which may be a Hall effect sensor, or a road striking sensor.
The phase varying signals illustrated in FIG. 3B (a) and (b)
are provided to the microcontroller 222. For example, the
phase varying signals show in FIG. 3B may be voltage signals
that are converted to digital data in an analog to digital con-
verter. The digital data may be stored and processed by the
microcontroller 222. The microcontroller 222 recognizes a
repeated pattern in the phase varying signals and determines

10

15

20

25

30

35

40

45

50

55

60

65

10

one rotation of the wheel. Then, the microcontroller 222
determines how far through the one rotation of the wheel it is
at the first time (T1) and the second time (T2) and determines
a first phase angle (P1 ) and a second phase angle (P2 ).
Assuming that the phase-varying signal does not change its
characteristics between the first time (T1) and the second time
(T2), the first phase angle (P1 ) and the second phase angle
(P2 ) will be relative to each other, and can be used as auto-
location data.

Referring back to FIG. 2, the sensor interface 207 is con-
figured to provide the necessary control signals and detect the
electrical signals from the wheel phase angle sensor 212 such
as the shock sensor. As discussed above, the shock sensor
detects change in acceleration to produce an output in the
form of an electrical charge output signal. The output signal is
typically in the order of 1 mV/G. Preferably, if the wheel
phase angle sensor 212 includes more than one shock sensor,
shock sensors can share the same interface 207 via multiplex-
ing.

Through the sensor interface 207, the microcontroller 222
receives output signals representing wheel phase angle from
the wheel phase angle sensor 212. The microcontroller 222
may include, for example a memory for data storage and a
data processing unit. The microcontroller 222 stores a
received wheel phase angle, or data related thereto, for a later
transmission to the ECU 300. The microcontroller 222 may
not transmit every time the output signal has been received. In
one embodiment, the microcontroller 222 calculates and
determines a difference in two wheel phase angles measured
by the wheel phase angle sensor 212. For instance, the micro-
controller 222 subtracts a first wheel phase angle measured at
a first time (T1) from a second wheel phase measured at a
second time (T2). In another embodiment, the microcontrol-
ler 222 determines the second time (T2) based on a predeter-
mined known time delay (T2-T1). For instance, the micro-
controller 222 may consider the first time (T1) as the one-
measurement point of a wheel phase angle during the rotation
of' a wheel and the second time (T2) as a data transmission
point of a radio frequency message as described below. The
microcontroller 222 may include a clock or time base, or
other circuit or module for measuring time increments and
operating at specified times or during specified time dura-
tions.

The microcontroller 222 encodes and transmits a radio
frequency message via the transmitter 214 and the antenna
216. The radio frequency message includes, among other
things, tire pressure information, an identifier of the wheel
unit 101, and wheel phase angle information. The wheel
phase angle information may include actual wheel phase
angles measured at different times. In another embodiment,
the wheel phase angle information may include a wheel phase
angle measured at a transmission time, such as the second
time (T2), and a difference in wheel phase angle measured at
two different times. Alternatively, the wheel phase angle
information may include only the difference in wheel phase
angles.

In another embodiment, the wheel phase angle information
may include no actual wheel phase angle. Instead, the wheel
phase angle information includes a wheel phase angle indi-
cation. As one example, the wheel phase angle indication may
include a predefined function code which will trigger a phase
correlation data storage event. The wheel phase angle indica-
tion may be implemented by establishing predetermined data
values or patterns such as by setting a bit which is normally
unused in a RF message structure (see FIG. 11A). Alterna-
tively, or additionally, the wheel phase angle indication may
be implemented with a most significant bit, which is normally
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set to zero (see FIG. 11B). Additionally, the wheel phase
angle indication may also include a predetermined time delay,
such as T2-T1, or any other information indicative of a wheel
phase angle (e.g., a pseudo-random number).

Referring again back to FIG. 1, the ECU 300 receives the
radio frequency message from the wheel unit 201. The ECU
300 stores the radio frequency message, or data contained in
the radio frequency message. Such data may be stored in the
storage 304 which is a suitable data store such as a memory
device. Also, the ECU 300 extracts the tire pressure, the
identifier, and the wheel phase angle information from the
radio frequency message. The ECU 300 correlates the wheel
phase angle information with the ABS data from the ABS
sensors 201,202, 203, 204. In one embodiment, the ECU 300
analyzes the ABS data and determines a wheel phase angle or
a wheel phase angle difference which is indicated by and
corresponds to the ABS data. The ECU 300 compares the
wheel phase angle information from the wheel unit 101 with
the wheel phase angle or the wheel phase angle difference of
the ABS data in order to determine the closest match. Upon
finding the closest match, the ECU 300 assigns the identifier
sent from the wheel unit 101 to a wheel whose ABS data most
closely matches with the wheel phase angle information from
the wheel units 101, 102, 103, 104.

In another embodiment, the ECU 300 analyzes the ABS
data and determines whether the ABS data maintains a con-
sistent value or a statistically significant trend at a predeter-
mined time (e.g., T1). Alternatively, or additionally, the ECU
300 analyzes the ABS data and determines whether the ABS
data shows a lowest standard deviation for a particular wheel
location. By using this statistical correlation method, as will
be described in detail below, the ECU assigns the identifier
sent from the wheel unit 101 to a wheel whose ABS data is the
most consistent or shows the lowest deviation, or shows a
statistically significant trend.

Referring to FIG. 4, correlation of the wheel phase angle
information from the wheel unit 101, 102, 103, 104 with the
ABS data is further explained. In one embodiment, the wheel
phase angle sensor 212 measures a wheel phase angle mul-
tiple times. In another embodiment, the wheel phase angle
sensor 212 measures a wheel phase angle at the one-measure-
ment point (e.g., T1 in FIG. 4) and does not measure the wheel
phase angle at a different time (e.g., T2 in FIG. 4). In this
embodiment, the wheel phase angle sensor 212 measures a
first wheel phase angle (P1 ) at a first time (T1) and waits a
predetermined time. The wheel phase angle sensor 212 then
transmits a radio frequency message at a second time (12)
where T2=T1+Predetermined Time. The method with which
the time T2-T1 is predetermined will be discussed later.
Alternatively, the wheel phase angle sensor 212 measures the
first wheel phase angle (P1 ) and detects the first time (T1)
when the wheel phase angle reaches the first wheel phase
angle (P1 ), which will be further described later. In this
embodiment, the wheel units 101, 102, 103, 104 may be
pre-programmed to recognize this Predetermined Time. For
example, in a tire mounted TPM sensor the act of “striking”
the ground provides an indication that the tire sensor has
completed a revolution, relative to a previous “strike.” If the
TPM sensor reports the time since the last strike, then the
phase of the wheel can be deduced. It may also be desirable,
although not essential, that the period of the wheel revolution
may also be sent.

In one embodiment, the Predetermined Time (T2-T1) may
be fixed and selected to ensure multiple wheel rotations
between the first time (T1) and the second time (12). In case
the difference in wheel speed between vehicle wheels may be
small, setting the value of the Predetermined Time (T2-T1) to
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cover multiple wheel rotations may improve accuracy of the
auto-location. Accordingly, a tire pressure monitoring system
according to this embodiment may sufficiently comply with
accuracy requirements. Alternatively, in another embodi-
ment, a period between the first time and the second time (T1,
T2) may be variable, whereas a phase angle difference or a
phase delta may be fixed. This embodiment will be further
explained in detail below.

As discussed in connection with FIG. 2 above, the micro-
controller 222 calculates and determines a wheel phase angle
difference (PD) by subtracting the second wheel phase angle
(P2 ) from the first wheel phase angle (P1 ). The wheel phase
angle difference (PD) may range between 0 degrees and 360
degrees. In this embodiment, the wheel units 101, 102, 103,
104 may transmit a radio frequency message including the
wheel phase angle difference to the ECU 300. The wheel units
101,102,103, 104 may transmit the radio frequency message
at a time that the wheel phase angle difference (PD) is
obtained, i.e., the second time (T2). Because the wheel units
101, 102, 103, 104 provide the wheel phase angle difference
(PD), the ECU 300 may reduce the burden of calculating the
wheel phase angle difference. Tire pressure monitoring sys-
tems are time-critical applications, and additional time to
process the calculation of the wheel phase angle difference
(PD) may introduce uncertainty and increase inaccuracy.

As shown in FIG. 1, the ECU 300 periodically receives
ABS data from the ABS sensors 201, 202, 203, 204. Addi-
tionally, the vehicle may include an Electronic Stability Con-
trol (ESC) system which may be the source of other inputs,
such as steering angle, vehicle yaw, etc. to the ABS system
information to help control vehicle progress through curves in
the road. For instance, in one example the ECU 300 receives
the ABS data every 40 ms. As shown in FIG. 4, a rolling
window of ABS data is stored, running from the present point
to a point in the past. In this embodiment, the rolling window
of'the ABS data is stored for each wheel throughout the entire
drive. The rolling window of the ABS data is variable and
large enough to contain the first time (T1). The stored ABS
data provides a historic ABS trace between the first time (T1)
and the second time (T2). The ABS data includes information
that is used to measure a phase through which the wheel has
rotated. In one embodiment, the ABS data may include a
number of ABS teeth that pass through the ABS sensors 201,
202, 203, 204 during a predetermined period of time. Only as
one example, 48 teeth pass through the ABS sensor 210,
which indicates completion of a full cycle. The ABS data for
the number of counts may be divided by the number of teeth
per wheel which is constant. The remainder of the number of
counts divided by the number of teeth gives an estimate of
wheel angle change over any given period. Using the above
example of 48 teeth, 48/48=1 and the remainder is zero.
Accordingly, the ECU 300 determines that there is no wheel
phase angle change.

As shown in FIG. 4, the first time (T1) and the second time
(T2) may serve as time points at which correlation of wheel
phase angles (P1, P2 ) with ABS data shall occur. The time
delay or the time period between the first time (T1) and the
second time (T2) may be predetermined in order to ensure
generation of effective phase angle data and ABS data that
result in accurate auto-location. The time delay or the time
period between the first time (T1) and the second time (T2)
may be known to the ECU 300 and the wheel units 101-104
such that the first time (T1), the second time (T2), the first
phase angle (P1 ), etc. may be later calculated and deter-
mined. Alternatively, in another embodiment, the time period
between the first time (T1) and the second time (T2) may be
variable.
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Referring to FIGS. 5-8, an exemplary method for perform-
ing auto-location of a wheel using wheel phase angle infor-
mation is explained in detail. FIG. 5 is a flow chart illustrating
one embodiment of a method for performing auto-location of
a wheel using wheel phase angle information. In particular,
FIG. 5 shows operations at the wheel unit 101 for conve-
nience. The operations at the wheel unit 101 may be equally
applicable to the wheel units 102, 103, 104. In the embodi-
ment illustrated in FIG. 5, the time period between the first
time (T1) and the second time (T2) is pre-determined,
whereas a phase angle difference between the first phase
angle (P1 ) and the second phase angle (P2 ) is variable.

As shown in FIG. 5, at the wheel unit 101, the first wheel
phase angle (P1 ) is measured at the first time (T1) and the
second wheel phase angle (P2 ) is measured at the second time
(T2) after passage of the predetermined time (Step 502). At
the wheel unit 101, the wheel phase angle difference (PD) is
calculated by subtracting P1 from P2 (Step 504). The micro-
controller 222 generates the radio frequency message includ-
ing tire pressure, the identifier of the TPM sensor 208, and the
wheel phase angle information. The radio frequency message
is transmitted via the transmitter 214 and the antenna 216
(Step 506). The radio frequency message is transmitted a
plurality of times (e.g., 5 times or 8 times) to ensure that the
ECU 300 receives the message, considering clashing and path
loss. Thus, interframe spacing may be introduced to avoid
clashing, which occurs when two transmitters transmit at the
same time so as to be indistinguishable to the receiver. (Step
520). The same wheel phase angle information is duplicated
in each frame 1 to 8. If the first frame of data is not received,
then the ECU 300 must be able to calculate the time at which
frame 1 was transmitted in order for the wheel phase angle
data to be accurate (Step 520). Therefore, the transmitted
frames which contain the wheel phase angle information need
a predetermined interframe spacing known to the ECU 300.
The frames may be numbered 1 through 8, or alternatively, the
frame number information could be deduced by the ECU
from the interframe spacing.

In one embodiment, the wheel phase angle information
includes the first wheel phase angle (P1 ) and the second
wheel phase angle (P2 ). The wheel unit transmits the first and
the second wheel angles (P1 and P2 ) at the second time (T2)
(Step 508). In another embodiment, the wheel phase angle
information includes the second wheel phase angle (P2 ) and
the wheel phase angle difference (PD) which is transmitted at
the second time (T2) (Step 510). In further another embodi-
ment, the wheel phase angle information includes only the
wheel phase angle difference (PD) (Step 512).

FIG. 6 is a flow chart illustrating one embodiment of the
method for performing auto-location of the wheel using
wheel phase angle information at the ECU 300. In the illus-
trated embodiment, the wheel phase angle difference (PD) is
received at the second time (T2) (Step 602 and Step 512).
Here it is assumed that the ECU 300 has received the first
frame. The ECU 300 calculates the first time (T1) based on
the fixed time delay which is known to the ECU 300 (Step
604). The first time (T1) may need calculation to give a
reference point at which the ABS data will be analyzed. As
noted above, the period between the first time (T1) and the
second time (T2) is set up to ensure that a meaningful phase
angle difference between the measured phase angles can be
obtained.

After determining the first time (T1), the ECU 300 is able
to calculate a phase angle difference for each ABS data per
wheel between T1 and T2 (Step 606). Using the example
discussed above, 48 teeth of ABS teeth that have passed the
period between T1 and T2 may indicate two full rotations of
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the wheel and the zero remainder of 48 teetl/24 teeth indi-
cates zero phase angle difference. The ECU 300 compares the
wheel phase angle difference (PD) against the phase angle
difference for each ABS data (Step 608). In other words, the
ECU may estimate, by interpolation of the RF message phase
measurement, what the number of counts from each ABS
sensor would have been and search for a match from the ABS
data for a wheel unit that has a similar wheel angle. The
purpose of the correlation is to determine which set of ABS
data matches with the deduced phase rotation of the wheel
phase angle sensor 212.

There are a number of ways to perform the interpolation.
For example, linear interpolation based on the assumption
that the vehicle speed is relatively constant may be used. For
example, every wheel on the vehicle will rotate at least 0.1%
difference in overall effective circumference. After 60 sec-
onds at 40 kmbh (typically 5.5 Hz), the difference in angular
rotation of each wheel will likely be 0.001*5.5%60. This
equates to %3 of a revolution or 120 degrees. As a result, the
ECU 300 assigns the identifier to a location whose phase
angle difference of ABS data mostly closely matches to the
wheel phase angle difference transmitted from the wheel unit
101.

FIG. 7 is a flow chart illustrating another embodiment of
the auto-location method. In the illustrated embodiment, the
wheel phase angle (P2 ) and the wheel phase angle difference
(PD) are received at the second time (T2) (Step 702 and Step
510, as shown in FIG. 7. It is assumed that the ECU 300 has
received the first frame. The ECU 300 calculates the first time
(T1) based on the fixed time delay known to the ECU 300
(Step 704). The calculated first time (T1) is a reference point
at which the ABS data will be analyzed. The ECU 300 further
calculates wheel phase angle (P1 ) by subtracting the wheel
phase angle difference (PD) from the second phase angle (P2
) (Step 706). The ECU 300 retrieves historic ABS data that is
stored and determines ABS trace at the first and the second
times (T1, T2)(Step 708). Subsequently, the ECU 300 com-
pares wheel phase angles (P1, P2 ) which are transmitted from
the wheel unit against ABS data at the first and the second
time (T1, T2)(Step 710). As a result, the ECU 300 assigns the
identifier to a location whose phase angle difference of ABS
data mostly closely matches to the wheel phase angle difter-
ence transmitted from the wheel unit (Step 712).

FIG. 8 is a flow chart further illustrating another embodi-
ment of the auto-location method. In the illustrated embodi-
ment, the wheel phase angles (P1, P2 ) are received at the
second time (T2) (Step 802), as shown in FIG. 8, unlike the
embodiments illustrated in FIGS. 6 and 7. The ECU 300
calculates the first time (T1) based on the fixed time delay as
the reference point (Step 804). Subsequently, the ECU 300
retrieves stored ABS data and determines ABS trace at the
first and the second times (11, T2) (Step 806). The ECU 300
then compares wheel phase angles (P1, P2 ) which are trans-
mitted from the wheel unit 101 against ABS data at the first
and the second time (T1, T2) (Step 808). As a result, the ECU
300 assigns the identifier to location whose phase angle dif-
ference of ABS data most closely matches to the wheel phase
angle difference transmitted from the wheel unit (Step 810).

As discussed in connection with the above-described
embodiments, the wheel units 101, 102, 103, 104 measure the
wheel phase angle of the associated wheels LF, RF, LR and
RR at two different times and determine the relative phase
angle difference. The relative phase angle difference is trans-
mitted to the ECU 300 at a later measurement time such that
the relative phase angle difference is compared with similar
information extracted from the ABS system. The ECU 300
will receive RF messages from the wheel units 101, 102, 103,
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104 including the phase angle difference and compare the
phase angle difference from the wheel units 101, 102, 103,
104 with the ABS data from the ABS sensors 201, 202, 203,
204. The ECU 300 periodically receives the ABS data and
stores a variable rolling window of the ABS data which covers
the first time (T1) and the second time (12). Thus, the ECU
300 may estimate, by interpolation of the RF message phase
measurement, what the ABS data from each ABS sensor
would have been between the first time (T1) and the second
time (12) and searches for a match from the ABS data for a
wheel unit that has a similar wheel angle. The purpose of the
correlation is to determine which set of ABS data matches
with the deduced phase angle of the wheel phase angle sensor
212.

In the above-described embodiments, the ECU 300 deter-
mines and uses as a reference point the first and the second
times T1, T2 in order to perform the auto-location. The ECU
300 calculates the first time based on the second time T2 and
the fixed time delay known to the ECU 300. The ECU 300
then determines ABS data that corresponds to the first and the
second time T1 and T2. In other words, the above-described
embodiments rely upon the first time (T1) and the second time
(T2) to define a relevant wheel phase angle and relevant ABS
data for correlation. By comparing two different sets of data
within the identical reference points, T1 and T2, accurate
correlation may be obtained. Simple and accurate implemen-
tation of correlation between the wheel phase angle informa-
tion from the wheel units 101,102, 103, 104 and the ABS data
may be obtained. Furthermore, the period between the first
time (T1) and the second time (T2) may be easily variable to
accommodate changing situations and ensure the system
accuracy requirements.

Moreover, as the wheel units 101, 102, 103, 104 may
calculate and determine the phase angle difference, calcula-
tion burdens on the ECU 300 may be reduced. Because a tire
pressure monitoring system is a time-sensitive application,
reduced calculation time by the ECU 300 may increase accu-
racy and efficiency of such systems.

In the above-described embodiments, auto-location for
determining the location of TPM sensors is performed based
on the fixed time delay between the phase angle measure-
ments and the variable phase angle difference. In another
embodiment, the auto-location may also be realized by the
wheel units 101, 102, 103, 104 and the ECU 300 knowing a
fixed phase angle difference or a fixed phase delta which will
occur between variable measurements times (TD=12-T1). In
other words, the phase delta is fixed, and the period between
the first time (T1) and the second time (T2), i.e., T2-T1 is
variable. Referring to FIG. 9, the embodiment where the
phase delta is fixed and the time period (T2-T1) is variable is
explained in detail. When a wheel unit 102 decides to perform
an auto-location event, the wheel unit 102 waits until it
reaches a self-determined phase angle (P1 ). The wheel unit
102 then determines the time that the self-determined phase
angle (P1 ) is reached and stores such time (T1) (Step 902). In
this embodiment, the wheel unit 102 is discussed only for
convenience and other wheel units 101, 103 and 104 may be
equally available. After rotating through the fixed phase delta
known to the wheel unit 102 and the ECU 300, the wheel unit
102 reaches the second phase angle P2 (P2 =P1 +fixed phase
delta) (Step 904). The wheel unit 102 determines the time that
the second phase angle P2 is reached and stores the time (12)
(Step 904).

The wheel unit 102 transmits the identification, and Time
Difference (TD=T2-T1) (Step 906). As discussed above in
conjunction with FIG. 5, the wheel unit 102 transmits the
same radio frequency message a plurality of times to ensure
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that the ECU 300 receives the radio frequency message (Step
908). The ECU 300 receives the identification and the Time
Difference (TD). The ECU 300 correlates the Time Differ-
ence (TD) for a known phase angle with ABS information
(Step 910). The identification is assigned to the ABS location
which has swept through the fixed phase angle in the Time
Difference (TD) (Step 912). In this implementation, the fixed
phase angle does not have to be an integer number of revolu-
tions. In other words, the second phase angle (P2 ) does not
have to equal (P1 +(N*360°), where N is an integer. The phase
difference (PD) could be encoded in the transmission at T2, or
it could be a pre-determined value which is known to both the
wheel unit and the ECU.

The foregoing embodiments describe a wheel unit that
transmits wheel phase angle information which includes
actual measurements, a value derived from the actual mea-
surement, etc. such as first phase angle P1, the second phase
angle P2, and/or the phase angel difference (PD). The wheel
phase angle information, however, is not limited to the actual
measurement of the wheel phase angle and/or the phase angle
difference. The wheel phase angle information may include
any information indicative of, and/or translatable to a wheel
phase angle. Moreover, the wheel phase angle information
may include information that prompts or triggers auto-loca-
tion. For example, the wheel phase angle information may
include wheel phase angle indication. Receipt or detection of
the wheel phase angle indication may trigger the ECU to
perform a phase correlation data storage event. The ECU
continuously maintains a rolling window of the ABS data. In
response to the phase correlation data storage event, the ECU
stores or captures relevant ABS data. In one embodiment, the
wheel phase angle indication may include a predefined func-
tion code. In another embodiment, the wheel phase angle
indication may include setting a bit which is normally unused
in a RF message structure, or amost significant bit of a certain
data byte. Alternatively, or additionally, the wheel phase
angle indication may include temperature data or interframe
spacings of RF transmissions.

Moreover, the foregoing embodiments compare a wheel
phase angle difference with ABS data at two different times
(T1, T2) to perform auto-location of a wheel. Alternatively, or
additionally, the auto-location of the wheel where the TPM
sensor is arranged may require a snapshot of information at
one measurement point of a wheel phase angle during a
rotation of the wheel, where a snapshot is a capture of infor-
mation from a short duration of a continuous stream of infor-
mation. The wheel unit transmits an RF message that includes
or is associated with the wheel phase angle indication. The
ECU holds a rolling window of wheel phase and/or speed data
such as ABS data for all wheels. Upon receipt of the RF
message, the ECU captures and stores a current content of the
rolling window of the ABS data. Then, the ECU determines
relevant ABS data from the rolling window at a predeter-
mined time, i.e., T1. An auto-location algorithm is applied to
the stored ABS data in order to identify the specific location of
the wheel where the TPM sensor is arranged. Referring to
FIGS. 10-17, these different embodiments of the wheel auto-
location system and method are described below.

FIG. 10A illustrates the one-measurement point during the
rotation of the wheel. The wheel unit 101 detects the first time
(T1) when the wheel phase angle reaches the first phase angle
(P1). The first phase angle (P1 ) is an angle of interest which
may be set depending on the hardware configurations of tire
pressure monitoring systems. As one example, the first phase
angle (P1 ) may be a zero-crossing point, i.e. Zero, or a peak
in order to facilitate efficient implementation of system hard-
ware configurations. The first phase angle (P1 ) is not limited
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to the zero-crossing point or the peak and any angle can be set
as the first phase angle (P1 ). The wheel unit 101 is described
in this embodiment by way of example, and other wheel units
102, 103, 104 can be used. The wheel unit 101 waits a pre-
determined time delay (TD=T2-T1) and transmits a RF mes-
sage. In this embodiment, the controller 222 of the wheel unit
101 is programmed to know the predetermined time delay
(TD). The wheel unit 101 may not measure a wheel phase
angle at the second time (12). Accordingly, the wheel phase
angle at the second time (T2) is undetermined in this embodi-
ment. In other embodiments, the wheel phase angle at the
second time (T2) may be measured. The ABS sensors 201,
202, 203, 204 transmit ABS data to the ECU 300 via the
receiver 400, as described in connection with FIG. 1 above. In
another embodiment, fewer than four ABS sensors may trans-
mit ABS data to the ECU 300, which will be further described
below.

FIG. 10B illustrates the rolling window of the ABS data
from four wheels. The ECU 300 continuously maintains the
rolling window of the ABS data as shown in FIG. 10B. The
sinusoidal wave of the wheel phase angle at the first time (T1)
and the second time (T2) is also shown in FIG. 10B. The ECU
300 does not store or capture each rolling window of the ABS
data. Instead, the ECU 300 responds to a phase correlation
data storage event trigger and captures the current content of
the rolling window of the ABS data that spans the first time
(T1) and the second time (12) as illustrated in FIG. 10B. The
phase correlation data storage event trigger will be described
in detail below, referring to FIGS. 11A-11D. The ECU 300
repeats this capturing or storing process multiple times until a
significant number of the current contents of the ABS data is
captured and stored in order to ensure reliability.

FIGS. 11A-11D illustrate various embodiments of imple-
menting the phase correlation data storage event trigger.
FIGS. 11A-11D also illustrate various embodiments of
implementing wheel phase angle indication such that the
phase correlation data storage event is triggered. FIGS. 11 A-
11C illustrate contents of RF messages transmitted by a
wheel unit and received by the ECU. Referring to FIGS. 11A
and 11B, a first embodiment of the wheel phase angle indi-
cation is explained. In the first embodiment, an RF message
1100 contains information corresponding to wheel phase
angle indication. In FIGS. 11A and 11B, an exemplary RF
message 1100 sent from the wheel unit 101 is illustrated. The
RF message includes digital data arranged in a number of data
fields including, for example, a synchronization field such as
a data preamble, a function code field, an identifier field, a
pressure data field, a temperature data field and an error
detection and correction field such as a checksum. Additional
or fewer data fields may be used and the field locations in the
RF message may be standardized to ensure reliable reception
of'the RF message. The structure of the RF message 1100 may
vary depending upon vehicle hardware and/or software where
this embodiment of the wheel auto-location system and
method is used. In this embodiment, the function code field
corresponds to the wheel phase angle indication. The function
code field may be referred to as a status code field or a status
byte field.

As described above, the wheel unit 101 transmits the RF
message 1100 at the second time (T2) after the wheel phase
angle reaches the first phase angle (P1 ) and waits the prede-
termined time delay (TD). The RF message 1100 may not
include an actual wheel phase angle, as shown in FIGS. 11A
and 11B. The RF message of FIG. 11A includes a preamble,
a function code 1110, an identification of a wheel, tire pres-
sure, temperature, and a checksum. The RF message structure
including the preamble, the tire pressure, the checksum, etc.
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as shown in FIG. 11A uses a conventional RF message struc-
ture. The function code 1110 may include a predefined func-
tion code which prompts or instructs the ECU 300 to trigger
a phase correlation data storage event. The phase correlation
data storage event indicates to the ECU 300 that a current
content of a rolling window of the ABS data should be cap-
tured by the ECU 300. As described in connection with FIG.
1 above, the ECU 300 receives ABS data from the ABS
sensors 201, 202, 203, 204. The ECU 300 is continuously
holding a rolling window of the ABS data which has dimen-
sions the same or greater than the predetermined time period
(TD). As shown in FIG. 10B, the ECU 300 captures the
current content of the rolling window of the ABS data in
response to the phase correlation data storage event and stores
it in its storage.

Referring back to FIGS. 11A and 11B, the function code
1110 may include a bit that has been set or changed to set to
trigger the phase correlation data storage event. As one
example, the bit is normally unused in a RF message struc-
ture. As another example, the bit includes two most signifi-
cant bits of a certain data byte, which is normally set to zero.
As shown in FIG. 11A, the RF message 1100 sent from the
wheel unit 101 includes wheel phase angle indication by
adding the function code 1110. For example, the RF message
1100 is encoded to set a bit of the function code 1110 that
triggers the phase correlation data storage event. The RF
message 1100 shown in FIG. 11A includes no actual phase
angle. The RF message 1100 may include the wheel phase
angle indication implemented by the function code bits 1110.
The structure of the RF message 1100 has benefits of includ-
ing no wheel phase angle information. This message structure
having no wheel phase angle information may provide flex-
ibility as a standard frame protocol may not need to change in
order to include phase angle information.

In FIG. 11B, the RF message 1100 may include data defin-
ing the predetermined time delay (TD=T2-T1) 1120 using a
dataframe assigned to temperature data in addition to the
function code bits 1110. The predetermined time delay may
represent the wheel phase angle. In another embodiment, the
RF message 1100 may include a pseudo-random number that
indicates or is translatable to the wheel phase angle. Various
types of information which represents the wheel phase angle
may be included in the RF message 1100. For example, the
wheel phase information could be encoded into 8 bits of data.
This would allow a phase resolution of 3%0%s5=1.41° to be
realized.

Another method to provide wheel phase information is to
assign a code to specific wheel phase angles. In such an
exemplary embodiment, the transmitter 214 (FIG. 2) trans-
mits the code which corresponds to the particular phase angle
of interest. In this embodiment, the ECU 300 stores a lookup
table in the storage 304. The lookup table maps the codes to
actual phase angles, and the ECU 300 then deduces the phase
from the transmitted code. In a further embodiment, the time
delay (TD) may be one of several options known to both the
wheel units 101, 102, 103, 104 (FIGS. 1 and 2) and the ECU
300. More specifically, the wheel units 101, 102, 103, 104
will transmit a short code which corresponds to one of the
several options. The ECU decodes the short code, and deter-
mines which of the several options for the time delay (TD)
have been used by the wheel units 101, 102, 103, 104. In a
further embodiment, the wheel units 101, 102, 103, 104 may
encode the actual time delay (TD) value in the radio fre-
quency transmission. For example, with a resolution of 1
millisecond and eight bits of information, a time delay of 255
milliseconds could be communicated.
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Referring to FIG. 11C, a second embodiment of the phase
correlation data storage event trigger is described. FIG. 11C
illustrates an RF message that includes temperature data
1130. In this embodiment, the temperature data 1130 includes
8 bits. As shown in FIG. 11C, 8 bits of temperature data
indicate the normal operating temperature range of the tire
pressure sensor 208 (FIG. 2). The normal operating tempera-
ture generally ranges from -40° C. to +125° C., and the
temperature byte 1130 has the capability to indicate tempera-
tures from -50° C. to +205° C. The temperatures above +125°
C. may not have any practical application. Accordingly, some
of the temperature bits are used to encode the wheel phase
angle indication. By using the example illustrated in FIG.
11C, the temperature of +142° C. corresponds to 11000000
and the two most significant bits of the temperature byte are
‘H. The temperature of +142° C. is well above the maximum
operating temperature. The code, 11000000 may be used to
trigger a phase correlation data storage event in this embodi-
ment.

In FIG. 11D, a third embodiment of a phase correlation
data storage event trigger is illustrated. In the third embodi-
ment, an interframe spacing among a series of RF message
transmissions corresponds to the wheel phase angle indica-
tion and is used to trigger the phase correlation data storage
event. In this embodiment, multiple RF message transmis-
sions occur during the one second transmission. For instance,
the identical information is transmitted eight times over a one
second time period. The structure of the RF message frame,
the number of RF message frames and the interframe spac-
ings discussed in this embodiment are only by way of
example and not limited thereto. The structure of the RF
message frame, the number of RF message frames and/or the
interframe spacings may vary.

As shown in FIG. 11D, each interframe spacing between
two consecutive RF transmissions varies. In this embodi-
ment, 109.86 ms, 189.94 ms and 159.67 ms are respectively
set as interframe spacings. The interframe spacings are
encoded and known to the ECU 300. When the ECU 300
receives the first three RF transmissions 1140, 1145 and 1150,
the ECU 300 recognizes the interframe spacings of 109.86 ms
and 189.94 ms. Then, the ECU 300 calculates when the first
RF transmission 1140 is received. The time that the first RF
transmission 1140 is received corresponds to the second time
(T2). The ECU 300 subsequently calculates the first time (T1)
and determines the ABS data at the first time (T1).

In FIGS. 11A-11D, various embodiments of the phase
correlation data storage event trigger are explained. However,
the wheel auto-location method is not limited to those
embodiments and other ways of implementing the phase cor-
relation data storage event are available. As described in
connection with the embodiments of FIGS. 11A-11D, the
ECU 300 receives or recognizes the phase correlation data
storage event trigger based on the wheel phase angle indica-
tion. The ECU 300 responds to the wheel phase angle indi-
cation and performs the phase correlation data storage event.
As illustrated in FIG. 10B, the ECU 300 stores or captures the
current content of the rolling window of the ABS data in
response to the wheel phase angle indication. Then, the ECU
300 calculates the first time (T1) based on the predetermined
time delay (TD) which has been known to the ECU 300. The
ECU 300 determines relevant ABS data from the ABS data
stream, i.e., the stored current content of the rolling window
of'the ABS data relevant to the first time (T1). In this embodi-
ment, the relevant ABS data corresponds to an ABS tooth
count number at the first time (T1). The relevant ABS data is
stored over time as the ECU 300 receives the RF message
1100 multiple times and repeatedly determines and stores the
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relevant ABS data. The ECU 300 stores the ABS data in the
storage 304 and executes an auto-location algorithm that cor-
relates the stored relevant ABS data with a specific wheel
location. The auto-location algorithm is executed to identify
the specific wheel location based on the trace of the relevant
ABS data using a statistical correlation method.

Referring to FIG. 12, one embodiment of an auto-location
method is further explained in detail. The wheel unit 101
detects the first phase angle (P1 ) which is set as an angle of
interest at the first time (T1) when the first phase angle (P1 )
is reached (Step 1210). The first phase angle (P1 ) is not
limited to a particular angle and is set depending on system
hardware configuration. Actual values of the first phase angle
(P1 ) may depend on a frequency of wheel rotation.

The wheel unit 101 waits for the predetermined time delay
(TD=T2-T1) where the time delay is known to the ECU 300
(Step 1215). The wheel unit 101 may not measure a phase
angle other than the measurement at the first time (T1). In this
embodiment, timing of one measurement, i.e., T1 and the
predetermined time delay (TD) may be indicative of the
wheel phase angle. Actual phase angles of the wheel may not
be used.

After waiting the predetermined time delay (TD), the
wheel unit 101 transmits the RF message 1100 to the ECU
300 at the second time (T2) (Step 1220). The RF message
1100 includes the wheel phase angle indication. As described
above, the RF message 1100 includes predefined function
code bits 1110 such that the phase correlation data storage
event will be triggered by the ECU 300.

The ECU 300 continuously maintains a rolling window of
the ABS data, the window having dimensions the same or
greater than the predetermined time delay (TD). The ECU
300 receives the RF message 1100 and recognizes the func-
tion code bits 1110 (Step 1225). When the RF message 1100
includes the time delay (TD) data, the ECU 300 also recog-
nizes such data. When the time delay (TD) data is recognized,
the ECU 300 stores the current values in the rolling window of
the ABS data. These current values of the rolling window will
be used by the ECU 300 to perform the phase correlation data
storage event upon receipt of the RF message 1100.

The ECU 300 calculates the first time (T1) based on the
predetermined time delay (TD) upon receipt of the RF mes-
sage 1100 (Step 1230). The ECU 300 then determines an ABS
tooth count for each wheel at the first time (T1) (Step 1235).
The ECU 300 stores the ABS tooth count and repeats this
process until a significant number of the phase correlation
data storage events have occurred (Step 1240). The stored
ABS tooth count values are provided as an input to the auto-
location algorithm. The output of the auto-location algorithm
is the association of a wheel unit ID with a specific ABS
sensor location on the vehicle.

FIG. 13 illustrates one example of the ABS tooth count
values at the first time (T1) for all wheels which have been
stored by the ECU 300. With respect to a series of the RF
transmissions from a left rear wheel unit, the ABS tooth count
values at the first time (T1) from a left front ABS sensor are
93, 82, 18, 48, and 71 for the first five transmissions. Like-
wise, the ABS tooth count values at the first time (T1) from a
right front ABS sensor and a right rear ABS sensor are 40, 23,
62, 47,55 and 15, 57, 20, 4, 12, respectively, for the first five
transmission. On the other hand, a left rear ABS sensor shows
a statistically significant and consistent tooth count values,
ie., 32, 30, 29, 30, 31 at the first time (T1) for the first five
transmissions. Even after 15 transmissions, the consistent
tooth count values remain unchanged. The auto-location
algorithm uses the stored ABS tooth count values as an input.
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The stored ABS tooth count values as shown in FIG. 13
enable the ECU 300 to perform various statistical processing
techniques. In this embodiment, the ECU 300 performs a
confidence interval analysis. In other embodiments, various
other processing techniques are available. A confidence inter-
val provides a range of values which is likely to indicate the
population parameter, or the population characteristics. Con-
fidence intervals are constructed at a confidence level, such as
95% only by way of example. The confidence level of 95%
works as a bracket that defines the true population parameter
or characteristics in approximately 95% of cases when the
same population is sampled numerous times and interval is
estimated each time.

It has been observed through extensive testing and simu-
lation that when plotted in a probability distribution function,
correlation between radio frequency (RF) transmissions from
a wheel-unit mounted at a wheel location and ABS tooth
counts from an ABS sensor mounted at the same wheel loca-
tion portrays a normal distribution pattern about a mean
value. FIG. 14A illustrates one example of the normal distri-
bution pattern. On the other hand, FIG. 14B illustrates one
example of a distribution pattern of correlation between RF
transmissions from a wheel-unit mounted at a wheel location
and ABS tooth counts from an ABS sensor mounted at a
different wheel location. The distribution pattern as shown in
FIG. 14B illustrates a non-normal distribution and rather, a
random distribution.

Depending on a location match between a wheel unit and
an ABS sensor, a distribution pattern is expected to appear as
a normal distribution, or a random distribution, as shown in
FIGS. 14A and 14B. The confidence interval analysis takes
advantage of such expected shape of distribution patterns in
the auto-location of a wheel unit. The confidence interval
analysis is a pattern-matching statistical analysis technique
which enables association and location of each transmitting
wheel unit identification (ID) to a respective wheel in which
it is mounted. The confidence interval analysis matches a
distribution shape of actual observed data sets to an expected
distribution shape, for example, a normal distribution shape,
or a random distribution shape. Accordingly, the auto-loca-
tion using the confidence interval analysis is different from
auto-location method using conventional statistical analysis
based on absolute spread of data, a standard deviation, a
statistically significant value, etc. The auto-location using the
confidence interval analysis may be more flexible as a pattern
match between a normal distribution shape and a random
distribution shape may be performed based on relative simi-
larity rather than an absolute value. The auto-location using
the confidence interval analysis may be more reliable as the
confidence interval focuses on highly relevant range of data
rather than infrequent and/or substantially out of range data
such as extreme data points.

Referring to FIGS. 15-21, embodiments of an auto-loca-
tion method using the confidence interval analysis are
explained in detail. FIG. 15 is a flow chart illustrating one
embodiment of the auto-location method based on the confi-
dence interval analysis. In the illustrated embodiment of the
auto-location method, correlated ABS tooth counts as shown
in FIG. 13 above are converted and stored in histogram arrays
(Step 1502). Referring to FIGS. 16A and 16B and 17, con-
verting and storing ABS tooth counts (Step 1502) will be
explained in detail. From each histogram array, a confidence
interval (hereinafter referred to as “COIN”) width value is
calculated (Step 1504). Referring to FIG. 18, calculating the
COIN width value (Step 1504) will be explained in detail.
Based on the COIN width value, the auto-location method
identifies a location (Step 1506, Step 1508, or Step 1510) of a
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wheel where a wheel unit sending RF transmission is
mounted. In one embodiment, the auto-location method iden-
tifies a location of a wheel unit by assigning a wheel unit ID
to the location of an ABS sensor which provides a lowest
COIN width value (Step 1506). In another embodiment, the
auto-location method uses the lowest COIN width value and
a COIN width margin (Step 1508). In further another embodi-
ment, the auto-location method uses the lowest COIN width
value, a COIN width margin and/or a COIN width threshold
(Step 1508). Referring to FIGS. 22-26, various embodiments
of the auto-location method are explained in detail.

FIG. 16A is a flow chart illustrating one exemplary process
of converting and storing correlated ABS tooth counts in
histogram arrays (Step 1502 of FIG. 15). By way of example,
correlated ABS tooth counts of the left rear (LR) ABS sensor
as shown in FIG. 13 are explained. However, it would have
been apparent to one of ordinary skill in the art that converting
and storing correlated ABS tooth counts are not limited to the
LR ABS sensor. FIG. 16B is a diagram illustrating one
example of converting LR ABS correlated tooth counts into a
histogram array in conjunction with the flowchart shown in
FIG. 16A.In Step 1602, correlated ABS tooth counts from the
LR ABS sensor (see FIG. 13) are stored for transmissions 1 to
N from the wheel unit 103 as shown in a chart 1608 of FIG.
16B. In Step 1604, stored correlated ABS tooth counts are
converted into equivalent bin numbers for transmissions 1 to
N as shown in 1610 of FIG. 16B. A number of bins used in
histogram arrays can be any value. In this embodiment, a
number of bins is, for example, 36 as each histogram bin
represents 10 degrees of wheel rotation (i.e., 10 degreesx
36=360 degrees). Each bin is used to tally the number of
correlated ABS tooth counts which fall within that bin’s
range. For example, correlated ABS tooth counts 31-33 are
converted into the bin number 12 which corresponds to the
120” to 129th degree of the circumference of a wheel. As
another example, correlated ABS tooth counts 34-35 are con-
verted into the bin number 13 and correlated ABS tooth count
36 is converted into the bin number 14. In Step 1606 of FIG.
16A, a total number of converted bin counts is stored in
histogram array as shownin a chart 1612 of FIG. 16B. In other
words, if the equivalent bin number 12 of correlated ABS
tooth counts occurs five times based on for RF transmissions
1 to N, five (5) is stored with respect to the equivalent bin
number 12. FIG. 16B illustrates two dimensional plotting of
bin number with respect to a number of occurrences of the
same bin number. For example, FIG. 16B shows the bin
number 12 on X axis and a total number of occurrences of the
bin number 12, i.e., 5 onY axis.

FIGS. 16A and 16B show the correlation histogram array
between correlated ABS tooth counts from the LR ABS sen-
sor and transmissions from the wheel unit 103. FIG. 17 illus-
trates a histogram array which shows all of the four wheel
units 101-104, all of the four ABS sensors 201-204 and all of
the four wheel locations LF, RF, RR and LR in full scale. The
bin number ranges from 0 to 35 (i.e., 36) as shown at the
bottom of the histogram array. The array shown in FIG. 17
will store a number of occurrences of different bin numbers
for each ABS sensor for RF transmissions 1 to N. The array
shown in FIG. 17 may be readily mapped to the addressable
memory space of a processor such as a microcontroller.

Now referring back to FIG. 15, the step of calculating an
actual COIN width value for each histogram array (Step
1504) is explained in detail. FIG. 18A illustrates an observed
confidence level (CI %). The relative confidence interval
width is subsequently determined. The observed confidence
level represents a range of values where a confidence interval
width value residing in the confidence level shows properties
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or characteristics of correlated ABS tooth counts accurately
and reliably. As shown in FIG. 18A, the COIN width is
calculated as the distance of the horizontal axis named “angle
in degrees” marked out by the confidence interval region or
area. The COIN width, in degrees, equates to the distance
between p-x and p+x where p indicates the mean of the
histogram distribution. The distribution may or may not be
normal but the applied observed confidence interval is always
the same value for all histograms. The mean p of the distri-
bution may or may not be at the center of the COIN width. The
observed confidence interval is determined through extensive
testing and simulating. The observed confidence interval
ranges between 0% and 100% but it is typically higher. For
example, the observed confidence interval is 90% in this
embodiment.

FIG. 18B is a flow chart illustrating in detail a process of
calculating the COIN width value for the histogram array. As
afirst step (Step 1805), an observed confidence interval (typi-
cally given as a percentage, CI %) is applied to each histo-
gram. In this embodiment, the observed confidence interval is
90%. As a result of extensive testing and simulating, it has
been determined that the observed confidence interval of 90%
may substantially cover a potentially relevant and meaningful
value of correlated ABS tooth counts. In a subsequent step
(Step 1810), a minimum number of bins which contain CI %
of ABS tooth counts is identified from the histogram. Upon
finding of the minimum number of bins, the minimum num-
ber of bins which is contained within CI % of all ABS tooth
counts is multiplied by number of degrees per bin (e.g., 10
degrees) to calculate an actual COIN width (Step 1815).

FIG. 19 illustrates a histogram of correlated ABS tooth
counts with respect to the number of bins. FIG. 19 illustrates
that the histogram within the COIN width shows a normal
distribution curve. The histogram of ABS tooth counts does
not have to exactly portray a normal distribution pattern or
shape. Also, the number of correlated ABS tooth counts con-
stituting the observed confidence interval is not required to lie
within the area bounded by the normal distribution curve,
between p-x and p+x. As shown in FIG. 20, the number of
correlated ABS tooth counts need to only lie within the area
bounded by the limits y1, y2, p—x and p+x. The limit given as
y2 in FIG. 19 can be any value. For example, the value of y2
is equal to 15. Based on the limits y1, y2, u—x and p+x, data
points 2010 and 2020 which are outside of the limits are not
taken into consideration. The confidence interval is used to
assess the width of the distribution, it is not necessary to
assess the height or skewness of the distribution.

Referring back to FIG. 15 again (Steps 1506, 1508 and
1510) and FIG. 21, locating wheel units is explained in detail.
In Step 1506, one embodiment of auto-location of a wheel
unit is based on the location of ABS sensor which provides the
lowest COIN width value. FIGS. 21A to 21D illustrate one
example of COIN width values calculated for the wheel unit
101 with respect to four ABS sensors after 24 transmissions
have been received. With respect to RF transmissions from
the wheel unit 101 (LF wheel location), FIG. 21A shows a
distribution pattern of correlated ABS tooth counts from the
ABS sensor 201, FIG. 21B shows a distribution pattern of
correlated ABS tooth counts from the ABS sensor 202, FIG.
21C shows a distribution pattern of correlated ABS tooth
counts from the ABS sensor 203, and FIG. 21D shows a
distribution pattern of correlated ABS tooth counts from the
ABS sensor 204, as shown in FIG. 1. FIG. 21A shows a
pattern that looks like a normal distribution pattern, as
opposed to FIGS. 21B to 21D which show random distribu-
tion patterns. Accordingly, the auto-location method can
determine that the wheel unit 101 is located at the LF location
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based on the pattern match as the LF ABS sensor 201 shows
the normal distribution pattern. From histograms of FIGS.
21A to 21D, each COIN width value is calculated as the
distance in degrees on the X axis within which bounds CI %
of'the ABS tooth counts lie. FIG. 21 A shows the lowest COIN
width value, as opposed to FIGS. 21B-21D showing substan-
tially higher COIN width values.

The COIN width value is first calculated as a number of
bins on the X axis as shown in FIGS. 21A to 21D and then
converted into a value in degrees by multiplying the number
of'bins equal to the COIN width by the number of degrees per
bin (e.g., 10 degrees in this embodiment). Preferably, a more
precise COIN width value can be calculated by linearly inter-
polating between the number of bins which contain less than
90% of the entire data set after N transmissions and the
number of bins which contain more than the number of counts
required to give 90% of the entire data set after N transmis-
sions in this embodiment. Upon finding the location of the
ABS sensor which provides the lowest COIN width value,
such location is identified as a location of the wheel unit. In
the example as shown in FIGS. 21A to 21D, the LF location
is identified as the location of the wheel unit.

FIG. 22 is abar chart illustrating COIN width values which
are calculated for each wheel unit 101, 102, 103 or 104. For
the wheel unit 101, the bar chart shows each calculated COIN
width for LF, RF, RR and LR ABS sensors. The COIN width
value of the LF ABS sensor 201 is the lowest (i.e., 26) for the
wheel unit 101. Likewise, the COIN width value of the RF
ABS sensor 202 is the lowest (i.e., 24) for the wheel unit 102,
the COIN width value of the RR ABS sensor 203 is the lowest
(i.e., 34) for the wheel unit 103, and the COIN width value of
the LR ABS sensor 204 is the lowest (i.e., 23) for the wheel
unit 104. With respect to the wheel unit 101, the COIN width
values for three other ABS sensors 202, 203 and 204 are
significantly larger. With respect to the wheel units 102, 103
and 104, three other ABS sensors which are not mounted at
the same wheel where the wheel unit 102, 103 or 104 is
mounted show significant COIN width values.

Referring to FIGS. 15, 23 and 24, another embodiment of
auto-location of wheel units 101, 102, 103 and 104 is further
described. In Step 1508 of FIG. 15, the location of a wheel
unit is identified as the location of the ABS sensor which
provides the lowest COIN width value and satisfies COIN
width margin criteria. FIG. 23 illustrates a wheel unit is
determined to be located to an ABS sensor location if the
calculated COIN width value for that ABS sensor location is
smaller than the COIN width values calculated for the three
other ABS sensor locations by at least a distance of an applied
margin. One preferred embodiment is that the margin applied
is dynamic rather than fixed and is a function of the number of
correlated transmissions received from the wheel unit to be
located. FIG. 23 shows examples of dynamic COIN margins,
how they may change dependent on the number of correlated
transmissions and how their profiles may be configurable.
FIG. 23 shows 4 different COIN margin bands. The COIN
margin band employed can be dependent on specific vehicle
characteristics. For example, if the ABS sensor signals for a
vehicle are shown to be subject to a large amount of jitter, then
amore conservative COIN margin band such as band A might
be employed. In that situation, the distribution of the corre-
lated ABS tooth counts may be more spread than that of a
system with no or a less amount of jitter.

FIG. 24 illustrates a bar chart showing how the COIN
margin might be employed to locate wheel-units to ABS
sensor locations. One axis of the bar chart shows a COIN
width value and the other axis of the bar chart shows ABS
sensor locations as discussed above in conjunction with FIG.
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23. The COIN margin is illustrated for each wheel unit. The
COIN width margin may vary for each wheel unit in this
embodiment. In another embodiment, the COIN width mar-
gin may be identical for each wheel. In this embodiment, the
COIN width margin for the wheel unit 101 is, for example,
(104). As shown in FIG. 24, for the wheel unit 101, the COIN
width value of the LF ABS sensor 201 combined with the
COIN width margin (104) is lower than the other COIN
widths. COIN width values of other ABS sensors 202, 203
and 204 are significantly higher than the combined COIN
width margin and LF COIN width value (130). Likewise, for
the respective other wheels, the combined COIN width (low-
est COIN width and COIN width margin) will be lowest for
the wheel unit present at the ABS sensor location

Using the COIN width margin may improve accuracy of
auto-location. In addition to the lowest value of the COIN
width from a certain location of ABS sensor, the COIN width
margin adds another layer of robustness in determination of
the wheel location.

Referring to FIGS. 15, 25 and 26, another embodiment of
auto-location of wheel units 101, 102, 103 and 104 is further
described. In step 1510 of FIG. 15, the location of a wheel unit
is further defined by using a COIN width threshold. In one
embodiment, the COIN width threshold may be used along
with the lowest COIN width value. Alternatively, the COIN
width threshold may be used along with both the lowest
COIN width value and the COIN width margin criteria. FIG.
25 illustrates two examples of COIN width threshold tech-
niques. The COIN width threshold may be fixed or dynami-
cally changing. FIG. 26 illustrates one example of how the
COIN width threshold may be used to locate wheel units to
ABS sensor locations. The COIN width threshold is a prede-
termined value used to distinguish between the more normal
data coming from wheel units mounted on the vehicle and
more random data coming from wheel units not mounted to
the vehicle. In order for a wheel unit to be located to a specific
ABS sensor location the COIN width value for that ABS
sensor location must be less than the COIN width threshold.

Using the COIN threshold may improve accuracy of auto-
location. The COIN width margin and the COIN width
threshold may be used interchangeably. If the lowest value of
the COIN width, the COIN width margin and the COIN width
threshold may be used all together, the maximum accuracy of
auto-location may be achieved. It would have been apparent
to one of ordinary skill in the art that the COIN width margin
and threshold can be adjusted and modified in light of hard-
ware conditions such as vehicle conditions, road conditions,
and many other variables.

As the above illustrated embodiments, the COIN width
value is used, instead of conventional statistical analysis.
Using the COIN width may alleviate an undesirable conse-
quence of extreme data points as shown in FIG. 27. With the
conventional statistical analysis methods, extreme data points
may have a disproportionate effect. In the above embodi-
ments, the COIN width value is used and extreme data points
may not be taken into consideration especially when extreme
data points are infrequent and sparse. Only data points which
lie within the boundary of the observed confidence level may
be considered in the calculation of the COIN width and there-
fore, extreme data points outside the observed confidence
region will likely have no bearing on the COIN width value
and the auto-location of the wheel.

As extreme data points of correlated ABS tooth value do
not significantly impact the determination of the wheel loca-
tion, system robustness may be optimized. Accordingly, the
embodiments using the COIN width analysis may alleviate
the effect that the extreme data points have on the statistical
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analysis to correlated tooth data of ABS sensors. The COIN
width analysis may not require mean calculation and tracking
the mean value of the data set under analysis, which reduces
processing load and complexity. Reduced processing may be
suitable for implementation in software chips having low
processing power.

Referring to FIGS. 28A and 28B, another embodiment of
COIN width analysis is described in detail. ABS tooth counts
increment upwards regardless of whether a wheel is turning
clockwise or counter-clockwise. Any counter clockwise
movement over the course of driving may result in a shift in
the perceived mean of correlated ABS tooth counts. Two
events which can cause the mean of the correlated ABS tooth
counts for a particular wheel to shift are as follows. The first
event is that a wheel rolls backwards while the vehicle stops
at a stop sign, a junction, or a traffic light, etc. Such event has
been seen to be more prevalent for a vehicle with manual
transmission. The second event is that a reverse maneuvering
is performed via a reverse gear. The first and the second events
are referred to as rollback events.

Rollback events may change means of correlated ABS
tooth counts which in turn may result in incorrect auto-loca-
tion. Accordingly, rollback events should be detected and
managed in order to ensure that the accurate location of a
wheel unit can be made. FIG. 28A is a flow chart illustrating
detecting and monitoring one example of the rollback event
based on temporary stop of a vehicle in the first event. In Step
2804, ABS tooth counts are monitored for a valid stop event.
If a valid stop event has been detected, then monitoring of
ABS tooth counts is performed for a valid move event (Step
2808). If a valid move event has been detected, monitoring of
ABS tooth counts is carried out until a valid stop event is
detected (Step 2812). If a second valid stop event has been
detected, then it is determined that a rollback or a roll forward
event has occurred (Step 2816).

FIG. 28B is a flow chart illustrating detecting and moni-
toring another example of the rollback event based on a
vehicle gear state. In Step 2820, monitoring of the vehicle
gear state is performed. If a reverse gear has been engaged,
then a rollback event has occurred (Step 2824). Alternatively,
if the reserve gear has been engaged, monitoring of ABS tooth
counts for movement is performed (Step 2828). Upon detec-
tion of any movement, it is determined that a rollback event
has occurred (Step 2832).

FIG. 29A illustrates one example of detecting rollback
events while a vehicle is driving. As the vehicle is driving
clockwise, mean correlated ABS tooth count is stayed at 15
until T1. By using the example of the wheel unit 101 in FIG.
22, upon detection of a first rollback occurrence at T1, mean
correlated ABS tooth counts become 26. At T2, a second
rollback occurrence takes place but mean correlated tooth
count becomes 33, for example. If rollback occurrences are
not taken into consideration, a larger COIN width value
between t0 and tN will be considered as a relevant COIN
width value. Accordingly, rollback occurrences should be
considered to determine an accurate COIN width value.

FIG. 29B illustrates one example of determining a COIN
width value in the vehicle movement as shown in FIG. 29A.
Instead of considering a single composite COIN width value
for correlated ABS tooth counts between t0 and tN, a first
COIN width value of correlated ABS tooth counts prior to the
first rollback event, a second COIN width value between the
first rollback event and a second rollback event, and a third
COIN width value after the second rollback event are respec-
tively considered. That way, relevant COIN width values,
without being interrupted and distracted by rollback events,
may be considered and result in an accurate auto-location of
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wheels. Only by way of example, FIG. 29B illustrates the
histogram for the wheel 101 and ABS sensor 201 (i.e., LF
location). However, it would have been apparent to one of
ordinary skill in the art that this embodiment is not limited to
such location.

Referring to FIGS. 30-32, detecting valid rollback events is
illustrated. FIG. 30 illustrates one example of ABS tooth
counts and speed of a vehicle over time. When the vehicle
stops, the speed of the vehicle drops substantially. At the same
time, ABS tooth counts show irregular patterns that are dif-
ferent from ABS tooth counts before and after rollback
events. As the vehicle resumes moving subsequent to the first
stop, the speed of the vehicle increases and decreases after the
second stop event. Upon occurrence of the first and the second
stop events, ABS tooth counts become flat and do not increase
as shown in FIG. 30.

FIG. 31A illustrates one example of a valid stop event. FIG.
31B illustrates one example of an invalid stop event. During a
monitoring time period of Tse, ABS tooth counts in FIGS.
31A and 31B show different patterns of change. In FIG. 31A,
the ABS tooth counts remain unchanged and flat for the
duration of a period Tse. This signifies that a stop event has
occurred. On the other hand, in FIG. 31B, the ABS tooth
counts have changed during the monitoring time period of
Tse. This would not signify a stop event.

FIG. 32 illustrates one example of detecting a valid move
event. FIG. 32A illustrates one example of detecting a valid
move event. During a relevant monitoring time period, if ABS
tooth counts changes by Ax counts as shown in FIG. 32A, this
signifies a valid move event. On the other hand, during the
relevant monitoring time period, if ABS tooth counts changes
by Ay counts as shown in FIG. 32A, this signifies an invalid
move event. The amount of Ax and Ay counts may be config-
ured in light of hardware elements such as a vehicle, ABS
sensors, TPM sensors, etc. and the Ax counts are always
greater than the Ay counts. By way of example only, in this
embodiment, Ax has a value of 2 and Ay has a value of 1. It
should also be noted that, Ay may be 0 and would signify that
the ABS tooth counts have not changed and remain flat for the
entire period time.

As discussed above in connection with FIG. 29B, multiple
COIN widths may be obtained during the entire drive of the
vehicle as rollback events have been detected. This requires
accumulating an average COIN width value for a histogram
over the course of the entire drive. As shown in FIG. 33, it is
not desirable to calculate the COIN width as the COIN width
value, CW4. CW4 is the entire distribution of ABS tooth
counts as shown in FIG. 33. CW4 may not properly and
accurately represent the true COIN width which may result in
incorrect outcome of auto-location. In this embodiment, the
COIN width value may be more efficiently calculated as a
weighted cumulative average of the three individual COIN
widths, CW1, CW2 and CW3 through COIN width weight-
ing.

COIN width weighting is used to calculate a weighted
cumulative COIN width, CCW, which is a function of the
individual COIN widths for each of the distinct distributions
atpl, u2 and p3, and the number of ABS tooth counts which
comprise each of these distinct distributions. The number of
ABS tooth counts which correspond to each of the distinct
distributions p1, u2 and u3 will be referred to asnl, n2 and n3,
respectively. Accordingly, the weighted cumulative COIN
width, CCW, is calculated as:

CCW=(CW1 *n1+CW2*m2+CW3*n3)/(nl+n2+n3) (Equation 1)

Calculating CCW based on Equation 1 may not require
storing a mean value of correlated ABS tooth counts histo-
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grams and storing the last correlated ABS tooth count calcu-
lated. The weighted cumulative COIN width can be updated
after each time a valid rollback event has been detected. By
using the examples illustrated in FIGS. 29A and 29B, the
following update can be performed.

After time t1, CCW=(CW1*n1)/nl (Equation 2)
After time 12, CCW=[(CCW*n1}+(CW2*n2))/(n1+xn2) (Equation 3)
After time tN, CCW=[CCW* (n1+n2)+(CW3*n3)]/

(n1+4n2+n3) (Equation 4)

Upon determination of CCW, auto-location is performed
as discussed above in connection with FIGS. 15 and 21-26.
Instead of the COIN width value, CCW value is used to
identify the location of the wheel. With respect to the COIN
width margin and threshold, CCW value is used instead of the
COIN width value. The COIN width margin and the COIN
width threshold may still be applied.

In the embodiments discussed above, the COIN width
analysis is used to perform auto-location of wheels. The
COIN width analysis may not be affected by extreme data
points which may be present for various and unknown rea-
sons and result in an accurate outcome of auto-location. The
COIN width analysis may be based on the lowest COIN with
only. Alternatively, or additionally, the COIN width analysis
may be based on the combination of the lowest COIN width
and the COIN width margin, the lowest COIN width and the
COIN width threshold, and/or the lowest COIN width, the
COIN width margin and the COIN width threshold. As more
COIN width related values are considered, accuracy of the
auto-location may improve. It is possible to select relevant
COIN width related values based on vehicle configurations,
market needs, processing resources, etc. By using the COIN
width analysis, more reliable and more accurate auto-location
may be performed.

In addition, the COIN width analysis may not require addi-
tional hardware and is compatible with standard hardware
and system configurations equipped with vehicles and
vehicle manufacturing facility. As the auto-location with high
precision may be performed, more upgraded and safety based
functionality may be provided to vehicle manufacturers and
drivers.

Now referring to FIGS. 34-40, embodiments of a direction
change indication method are described. Like the rollback
events described above, the direction change of wheels may
affect the COIN width analysis. The direction change indica-
tion method determines when a vehicle changes its direction
from forwards to reverse or vice versa by using data from
non-directional ABS sensors. Non-directional ABS sensors
are ABS wheel-speed sensors which do not determine or
subsequently provide information on the direction of rotation
of the wheel whose speed they are measuring/sensing.
Vehicle manufacturers may opt to mount non-directional
ABS sensors as they tend to be less expensive than other more
expensive hall-effect or directional ABS sensors which pro-
vide wheel-speed information and forwards or backwards
direction information. The direction change indication
method can be used to replace the roll back method as dis-
cussed above. Alternatively, the direction change indication
method may be used along with the rollback detection
method. In other embodiments, the direction change indica-
tion detection may be employed for any system which
requires detection of a change in rotational direction of mul-
tiple wheels based on ABS data or a similar data source.

The change of direction may result in a shift in the per-
ceived mean of correlated ABS tooth counts like rollback
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events discussed above. Accordingly, the change of direction
may change means of correlated ABS tooth counts which in
turn may result in incorrect auto-location. There is a good
reason to detect and manage the change of direction to ensure
that the accurate location of a wheel unit can be made.

As discussed above, ABS sensor systems output pulse
counts or tooth counts. ABS sensors generate pulse counts or
tooth counts for passing “teeth,” magnetic poles, etc. on a
wheel (or rotor or reluctor ring) connected to the vehicle’s
road wheels. As each of a vehicle’s wheels travel at unique
speeds such that the rate of angular displacement of one wheel
relative to another wheel will vary over time, therefore, the
instances at which ABS teeth pass a wheel speed sensor on
each wheel may be used to characterize phase relationships
between or among the wheels. Such phase relationships vary
continuously while the vehicle is moving.

In this embodiment, ABS sensors 201, 202, 203 and 204
operate as the wheel speed sensor. In another embodiment,
the wheel speed sensor may be arranged with each ABS
sensor 201, 202, 203, 204 as shown in FIG. 1. Alternatively,
one wheel speed sensor may be arranged with multiple ABS
sensors. As shown in FIG. 1, the ECU 300 may communicate
with the wheel speed sensor and receive relevant data relating
to change of direction correlated to ABS sensors.

To change direction, the vehicle must first come to a stop.
Ifthe vehicle is moving, then stops and starts moving again in
the opposite direction, the phase relationships among wheels
will be inverted. The phase relationships change constantly as
the vehicle is driven due to the wheels having different rota-
tional speeds. Therefore, the phase relationships shortly
before and shortly after the stop event of a vehicle must be
both analyzed to allow comparison and correlation. In
embodiments described here, comparison and correlation
indicate whether the direction has been changed or not and
may not identify which direction the wheels have been
changed.

Referring to FIGS. 34 and 35, the principle of phase inver-
sion for two wheels is discussed in detail. FIG. 34A illustrates
an LF wheel and an RF wheel moving in Direction A (corre-
sponding to (i)~(vii)), stationary position (corresponding to
(viii)~(x1)), and Direction B (corresponding to (xii)~(xviii)),
respectively. For the stationary position, the LF and the RF
wheels indicate no change of direction. As shown in FIG.
34B, no change in tooth count of ABS sensors on the LF and
the RF wheels is found. However, while the LF and the RF
wheels are moving in Direction A, teeth of ABS sensor rotate
and changes in tooth counts are detected as shown in FIG.
34B (see (ii), (iii), (v) and (vi)). Likewise, while the LF and
the RF wheels are moving in Direction B, teeth of ABS sensor
rotate and changes in tooth counts are detected as shown in
FIG. 34B (see (xiii), (xiv), (xvi) and (xvii)).

As shown in FIG. 34B, change of direction of wheels is
associated with a predetermined pattern of ABS teeth counts.
The LF and RF wheels show a pattern of “0-1-0” for the
change of direction to Direction A. Likewise, the LF and RF
wheels also show a pattern of “0-1-0” for the change of
direction to Direction B. The significance of the pattern “0-1-
07 is such that it indicates the instance where the wheel speed
is slow enough that single tooth increments can be observed
between ABS tooth count updates. Detection of this pattern
can therefore be used to determine the last point at which
phase can be characterized before a stop event and the first
point at which phase can be characterized after a start event.

Referring to FIGS. 35A, 35B and 35C, phase relationship
between wheels upon change of direction is discussed in
detail. The phase relationship includes, for example, a lead or
lag relationship in this embodiment. In this embodiment, it is
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noted that the LF wheel leads the RF wheel before the stop
event. Also in this embodiment, after the stop event, the RF
wheel leads the LF wheel. FIGS. 35A and 35B shows two
ABS toothed rings which correspond to FIG. 34A, (vii). FIG.
35A illustrates as if the ABS toothed rings are fixed, which
appears to make the rings look stationary and make wheel
speed sensors look moving for convenience of explanation
and discussion. As shown in FIG. 35A, the ABS wheel speed
sensor for the LF wheel is closer in proximity to the next
approaching tooth than the ABS wheel speed sensor of the RF
wheel is to its next approaching tooth at the time of t0.
Therefore, when moving in direction A, i.e., counter-clock-
wise, a change in tooth count will be observed for the LF
wheel (at time T1) before a change in tooth count will be
observed for the RF wheel (at time T2). In this case, the LF
wheel is said to “lead” the RF wheel and conversely, the RF
wheel is said to “lag” the LF wheel. It will be clear to one of
ordinary skill in the art that while moving in a clockwise
direction, the RF wheel will “lead” the LF wheel and the LF
wheel will “lag” the RF wheel.

FIG. 35C shows change in ABS tooth count for the counter
clockwise rotation of the LF and RF wheels. The pattern of
“0-1-0” is shown in the table at T1 and T2. As will be
described later more in detail, the pattern of change in ABS
tooth count can be associated with phase relationship and
change of direction indication.

FIG. 36 is a flow chart illustrating detection of direction
change. For each wheel position, ABS tooth count data is
stored in the rolling buffer (Step 360). Then, in one embodi-
ment, vehicle speed is monitored to detect whether the
vehicle speed is smaller than predetermined threshold speed
(Steps 362 and 364). Alternatively, ABS data is monitored to
detect a valid stop event (Step 368) as shown above in FIGS.
28-30. Upon determination of a valid stop event (Step 370), a
history trace of ABS data is retrieved and analyzed to deter-
mine a pre-stop ABS phase pattern (Step 372). More detailed
discussions on Step 372 will follow later. At Step 374, ABS
data is again monitored to detect a valid move/start event.
Upon determination of a valid move/start event (Step 378),
the history trace of ABS data is analyzed again to determine a
post-start ABS phase pattern (Step 380). The change of direc-
tion is determined through comparison of pre-stop and post-
start phase patterns (Step 382).

Now each step of the detection of direction change is
further explained in detail. FIG. 37 illustrates one embodi-
ment of creating a rolling buffer of ABS data. FIG. 37 A shows
a preferred embodiment where delta values are buffered. As
illustrated in FIG. 37 A, a current ABS tooth value is stored as
prev_abs and another current ABS tooth value is obtained as
curr_abs. Then, a difference between prev_abs and curr_abs
is obtained as abs_delta. Then, existing buffered data is
shifted to a previous butfer element and as a result, data in a
first buffer element is lost. At a next step, abs_delta is stored
in the last buffer element. FIG. 37B illustrates one embodi-
ment of ABS data buffer of ‘x” elements for four wheels, LF,
RF, RR and LR wheels.

In FIG. 36, Steps 362 and 364 are optional steps to use the
vehicle speed signal to trigger Step 368. A threshold will be
applied to trigger Step 368 if the speed is low enough. Such a
check may effectively decrease the burden of constantly
monitoring ABS data especially when a change of direction is
not feasible. A change in direction cannot be feasible unless
the vehicle first comes to a standstill. Steps 368 and 370 show
analysis of the ABS signal to determine when the vehicle is
stopped. The “valid stop event” and “valid move event” refer
to those events already described above in connection with
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FIGS. 28-30. Also, storing a history of ABS data has been
described above in connection with FIGS. 4-13.

Referring to FIGS. 38A, 38B and 38C, determining the
pre-stop ABS phase pattern based on the history of ABS data
is explained in detail (Step 372 of FIG. 36). FIG. 38A illus-
trates one embodiment of a rolling buffer of ABS data. Upon
detection of a stop event, the rolling buffer is searched back-
wards from the head of the buffer to determine the search
window. As shown in FIG. 38A, a pre-stop search window is
defined between the detection of the stop event and a left-
most side of window. To identify the pre-stop search window,
a search is carried out to find a window in which the charac-
teristic ‘0-1-0’1s to be seen once within the ABS rolling buffer
for each position.

If the pre-stop search window is identified, phases are
characterized by analyzing the relationship (lead, lag or in
phase) between each ABS sensor position (LF, RF, RR and
LR). FIG. 38B illustrates one example of a decision matrix for
showing the lead/lag/in phase relationship among four
wheels, the LF, RF, RR and LR wheels. As shown in FIG.
38B, the LR wheel leads all three other wheels and the deci-
sion matrix shows 1, 1, and 1 for LR, RF and RR to indicate
this lead relationship. For the RR wheel, it is in phase with LF
and lags the RF wheel. In the decision matrix, it is marked as
0 (in phase) and -1 (lag). For the RF wheel, it leads the LF
wheel which is indicated as 1.

FIG. 38C illustrates a decision table which is constructed to
satisfy all possible comparison combinations, i.e., RF phase
is compared with LF phase, RR phase compared with RF (RR
vs. RF) phase, etc. This continues until a lower part of the
decision matrix is complete and yields 6 signed integer num-
bers as shown in FIG. 38C. Likewise, an upper part of the
decision matrix is complete and yields six (6) signed integer
number.

Referring back to FIG. 36, Steps 374 and 378 are dis-
cussed. After the valid stop event is detected a move event is
detected. If the tooth count for any ABS position increments
by “1” twice before the tooth counts for all other ABS posi-
tions have incremented once each, then the direction change
may not be detectable as the phase relationship may not be
entirely clearly identified. For instance, wheel spin may have
occurred. Likewise, if any signal increments by more than 1
before each signal has incremented by 1, such data may not be
used to consider the change of direction indication. Accelera-
tion is too rapid to characterize.

After the valid move event has been detected, the ABS data
is analyzed to characterize a post-start phase relationship
(step 380). FIGS. 39A and 39B illustrate one embodiment of
detecting the post-start search window. As shown in FIG.
39A, the rolling buffer of ABS data experiences the stop event
and the start event. From the start event point, the ABS data is
analyzed to characterize the post-start phase relationship. A
search for the appropriate window of data is carried out. This
time the search starts with the oldest buffered data from after
the stop event and looks for a window in which all signals
show the pattern of ‘0-1-0" once. The relative phases are
assessed in the same way as Step 372. By using the embodi-
ment shown in FIG. 39A, the post-start search window is
identified. FIG. 39B illustrates a decision matrix showing all
possible comparison combinations including the pre-stop and
the post-start search window. The decision matrix in FIG.
39B shows six integers in the lower part and another six
integers in the upper part.

Referring to FIGS. 39B and 40A and 40B, one embodi-
ment of determining change of direction through comparison
of'pre-stop and post-start phase patterns (Step 382 of FIG. 36)
is described in detail. As discussed above, FIG. 39B illus-
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trates one embodiment of the decision matrix which shows
lead/lag/in phase relationships among four wheels. The lower
part of the decision matrix corresponds to the pre-stop ABS
data pattern and the upper part of the decision matrix corre-
sponds to the post-start ABS data pattern. As shown in FIG.
40A, the comparison results of the pre-stop and post-start
events are correlated to determine change of direction. FIG.
40A shows that the pre-stop figure for RF wheel, i.e., “17 is
correlated with the post-start figure for RF wheel, “~1.” Like-
wise, the pre-stop number, “0” for the RR wheel is correlated
with the post-start number, “0” and the same correlation
continues for the LR wheel. The correlated numbers are mul-
tiplied and the results of each multiplication are populated in
the upper part of a second decision matrix as shown in FIG.
40B. All six elements in the upper part of the second decision
matrix in FIG. 40B are summed, and the sign and magnitude
of the result are used to indicate the confidence or certainty
that a change of direction has occurred.

The sign of the summed result indicates three different
decisions. First, a negative value, i.e., a value less than zero
indicates a change of direction. Second, a positive value, i.e.,
a value greater than zero indicates that the direction has
remained the same. Third, a value of zero yields no possibility
to determine if a change in direction has in fact occurred. The
magnitude of the summer result indicates the magnitude of
certainty that a direction change has occurred. For instance,
“~6” indicates that the direction before and after the stop are
different with maximum certainty. The summed value, “0”
means that data may be inconclusive. The summed value, “6”
indicates that the direction before and after the stop are the
same with maximum certainty. In this embodiment, the sum
of the six elements is “~5” as shown in FIG. 40B. Therefore,
in this embodiment, the summed result, “-5” indicates a
change of direction with a high degree of confidence.

As discussed in the above embodiments, instances at which
teeth or magnetic poles on a wheel pass a wheel speed sensor
arranged on each wheel may be used to characterize phase
relationships between and among the wheels. The phase rela-
tionships includes, for example, lead, lag, or in phase rela-
tionships. For instance, a tooth of a LF wheel may pass the
wheel speed sensor earlier than a tooth of a RF wheel while
LF and RF wheels are moving counter-clockwise, and it is
characterized that the LF wheel leads the RF wheel. It is also
characterized that the RF wheel lags the LF wheel. Such
lead/lag/in phase relationship can be recorded in a rolling
buffer of ABS data as a predetermined pattern. In one embodi-
ment, the predetermined pattern includes “0-1-0.” The teeth
count in the rolling buffer is relatively small as the vehicle
comes to a stop in order to change direction.

Prior to a stop and after a start, a history trace of ABS data
sensor is analyzed. In particular, a pre-stop and a post-start
search windows are identified from the rolling buffer of ABS
data sensor. It is searched to identify the predetermined pat-
tern, such as “0-1-0.” Once the pre-stop and the post-start
search window are identified, a decision matrix is formed that
indicates lead/lag/in phase relationship among wheels. The
decision matrix records lead relationship as “1”, lag relation-
ship “~1” and in phase relationship “0”. In a vehicle having
four wheels, the pre-stop relationship among four wheels
generates six numbers indicating phase relationships before
the pre-stop. Likewise, the post-start relationship generates
six numbers indicating phase relationship after the vehicle
starts moving. After the decision matrix identifies and records
the phase relationships among the wheels, the pre-stop and
the post-start phase relationships are correlated with each
other. In one embodiment, the correlation may be performed
by multiplying numbers indicating the pre-stop and the post-
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start phase relationships. In other embodiments, various other
calculation or processing methods other than the multiplica-
tion are available. The decision matrix numbers may be
summed, subtracted, multiplied or divided to, from or by one
another in order to attain values pertaining to how likely a
change of direction has occurred. It is important to evaluate
whether or not the values in the upper and lower triangle
compliments differ. Fuzzy logic may be applied to determine
this.

Each multiplication results in 1, 0, or —1 and such resulting
numbers are summed. The sign and magnitude of the summed
result are analyzed. The negative sign indicates a change of
direction and the magnitude closer to “6” indicates higher
certainty or confidence. On the other hand, the positive sign
indicates the same direction maintained and “0” indicates
inconclusive data. Based on the above, a final decision of
whether a change of direction has occurred or not can be
made.

The embodiments of detecting change of direction do not
require any special or additional hardware. The embodiments
use wheel speed sensors arranged on wheels and monitor
phase relationships among wheels by checking teeth passing
the wheel speed sensors. Detecting the change of direction
can be associated with confidence or certainty, so reliable
detection may be achieved. Detecting the change of direction
can be used along with embodiments of the rollback detec-
tion, or separately.

Upon detection of change of direction as discussed above,
the wheel auto-location is performed as discussed in connec-
tion with the rollback detection as shown in FIG. 29 to FIG.
33. In other words, as change of direction is detected, multiple
COIN widths may be obtained during the entire drive of the
vehicle. This requires accumulating an average COIN width
value for a histogram over the course of the entire drive. As
shown in embodiments illustrated in FIG. 33 above, the
COIN width value is calculated as a weighted cumulative
average such as three individual COIN widths, CW1, CW2
and CW3 through COIN width weighting whenever the
change of direction has been detected (Equations 1-4).

Although the present invention and its advantages have
been described in detail, it should be understood that various
changes, substitutions and alterations can be made herein
without departing from the spirit and scope of the invention as
defined by the appended claims. Moreover, the scope of the
present application is not intended to be limited to the par-
ticular embodiments of the process, machine, manufacture,
composition of matter, means, methods and steps described in
the specification. As one of ordinary skill in the art will
readily appreciate from the disclosure of the present inven-
tion, processes, machines, manufacture, compositions of
matter, means, methods, or steps, presently existing or later to
be developed that perform substantially the same function or
achieve substantially the same result as the corresponding
embodiments described herein may be utilized according to
the present invention. Accordingly, the appended claims are
intended to include within their scope such processes,
machines, manufacture, compositions of matter, means,
methods, or steps.

We claim:

1. A method for determining a change of direction of a
vehicle, comprising:

maintaining a rolling window of ABS anti-lock brake sys-

tem (“ABS”) data indicative of an ABS tooth count and
capturing a relevant rolling window of the ABS data ata
predetermined one-measurement point;

storing the rolling window ofthe ABS data indicative of the

ABS tooth count in a buffer;
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monitoring the ABS data and detecting a valid stop event
based, at least in part, on detecting a rate of change ofthe
ABS tooth count substantially decrementing to zero;

monitoring the ABS data and detecting a valid move event
based, at least in part, on detecting the rate of change of
the ABS tooth count substantially incrementing from
Zero;

determining a pre-stop phase relationship between at least
two wheels based on the ABS tooth count stored in the
buffer immediately prior to the valid stop event;

determining a post-start phase relationship between the at
least two wheels based on the ABS tooth count stored in
the buffer immediately subsequent to the valid move
event; and

correlating the pre-stop phase relationship and the post-

start phase relationship to determine the change of direc-
tion.

2. The method of claim 1, wherein the step of determining
the pre-stop phase relationship comprises identifying a pre-
stop search window with respect to the ABS tooth count
stored in the buffer.

3. The method of claim 2, wherein the step of identifying
the pre-stop search window comprises identifying a predeter-
mined pattern of the ABS tooth count for each wheel.

4. The method of claim 3, wherein the predetermined pat-
tern of the ABS tooth count comprises zero (0)-one (1)-zero
(0.
5. The method of claim 1, wherein the step of determining
the post-start phase relationship comprises identifying a pre-
determined pattern of the ABS tooth count for each wheel and
the predetermined pattern comprises zero (0)-one (1)-zero
(0.

6. The method of claim 1, wherein the step of determining
the post-start phase relationship comprises identifying one of
lead, lag and in phase relationship between the two wheels.

7. The method of claim 1, wherein the step of determining
the pre-stop phase relationship comprises:

upon determination that a first wheel leads a second wheel,

recording “1” in a decision matrix table;

upon determination that the first wheel lags the second

wheel, recording “-1” in the decision matrix table; and
upon determination that the first wheel is in phase with the
second wheel, recording “0” in the decision matrix table.

8. The method of claim 7, wherein the step of determining
a post-start phase relationship comprises:

upon determination that the first wheel leads the second

wheel, recording “1” in a decision matrix table;

upon determination that the first wheel lags the second

wheel, recording “-1” in the decision matrix table; and
upon determination that the first wheel is in phase with the
second wheel, recording “0” in the decision matrix table.

9. The method of claim 8, wherein the step of correlating
comprises:

multiplying arecorded value of the pre-stop phase relation-

ship for a pair of wheels with a recorded value of the
post-start phase relationship for the pair of wheels.
10. The method of claim 1, wherein:
the step of determining the pre-stop phase relationship
comprises recording a pre-stop value corresponding to
lead, lag, or in phase relationship for each pair of wheels;

the step of determining the post-start phase relationship
comprises recording a post-start value corresponding to
lead, lag, or in phase relationship for each pair of wheels;
and the step of correlating comprises:

multiplying the pre-stop value and the post-start value for

each pair of wheels; summing each multiplication result;
and
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determining the change of direction based on a sum of all

multiplication results.

11. The method of claim 10, wherein the step of determin-
ing the change of direction further comprises:

determining the change of direction when the sum of all

multiplication results is a negative value;

and determining no change of direction when the sum of all

multiplication results is a positive value.

12. The method of claim 11, wherein the step of determin-
ing the change of direction further comprises:

determining a confidence level based on an absolute mag-

nitude of the sum of all multiplication results.

13. The method of claim 12, wherein the confidence level
indicates a maximum certainty when the absolute magnitude
of the sum of all multiplication results is six for four wheels.

14. A wheel auto-location method, comprising:

receiving a radio frequency (“RF”’) transmission indicating

apredetermined one-measurement point during rotation
of a wheel and tire pressure monitor (“TPM”) sensor
parameters;

calculating the predetermined one-measurement point

based on the RF transmission;

maintaining a rolling window of ABS data and capturing a

relevant rolling window of ABS data at the predeter-
mined one-measurement point;
monitoring the ABS data and detecting a valid stop event
based, at least in part, on detecting a rate of change of the
ABS tooth count substantially decrementing to zero;

monitoring the ABS data and detecting a valid move event
based, at least in part, on detecting the rate of change of
the ABS tooth count substantially incrementing from
Zero;

determining a pre-stop phase relationship between at least
two wheels based on the ABS tooth count stored in the
buffer immediately prior to the valid stop event;

determining a post-start phase relationship between the at
least two wheels based on the ABS tooth count stored in
the buffer immediately subsequent to the valid move
event;

correlating the pre-stop phase relationship and the post-

start phase relationship to determine a change of direc-
tion;

correlating the ABS data at the one-measurement point

with a specific location of a wheel based on confidence
interval (“COIN”) width analysis of the relevant rolling
window of ABS data at the predetermined one-measure-
ment point; and

determining the specific location of the wheel where the

TPM sensor parameters are assigned, and determining a
confidence level of the wheel location based, at least in
part, on the determined change of direction.

15. The wheel auto-location method of claim 14, further
comprising:

calculating a COIN width based on the ABS tooth count

until an indication of the change of direction is deter-
mined; and

calculating a weighted cumulative COIN width based on

individual COIN width calculations and the count of the
ABS tooth count used in each COIN width calculation at
the time of indication of each change of direction.

16. A tire pressure monitoring system for performing auto-
location of a wheel in a vehicle, comprising:

a wheel unit to be associated with a wheel of the vehicle,

the wheel unit comprising:

atire pressure monitor (““TPM”) sensor that measures TPM

sensor parameters of the wheel; and
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a wheel phase angle sensor that detects an angle of interest
(P1) at a first time (T1);

wherein the wheel unit transmits at a second time (1T2) a

radio frequency (RF) message comprising:

an identification of the TPM sensor; and

measured TPM sensor parameters; and

an electronic control unit (“ECU”) of the vehicle in com-

munication with the wheel unit and an anti-lock brake
system (“ABS”) sensor; and
computer program code operable in conjunction with the
ECU of'the vehicle, the ECU in communication with the
wheel unit and the ABS sensor of the vehicle, wherein in
response to a phase correlation data storage event trig-
ger, the ECU is operable in response to the computer
program code to execute instructions of:
calculating the first time (T1) based on a predetermined
time delay (T2-T1), wherein the predetermined time
delay is equal to a difference between T2 and Tl;

storing a count of a number of ABS teeth which represents
the number of ABS teeth that have passed each ABS
sensor in a given period of time and is indicative of
wheel phase angle based on the phase correlation data
storage event trigger and determining the count of the
number of ABS teeth or data at the first time (T1);

correlating a location of the wheel with a location of the
ABS sensor based on a confidence interval (“COIN™)
width value calculated from the count of the number of
ABS teeth at the first time (T1); and

associating the TPM sensor parameters with the deter-

mined location of the wheel;

wherein the ECU is further operable to execute instructions

of:
calculating a width based on the number of ABS teeth upon
detection of an indication of a change of direction; and

calculating a weighted cumulative width based on indi-
vidual COIN width value calculations and the count of
the number of ABS teeth used in each COIN width value
calculation at the time of indication of each change of
direction.

17. The system of claim 16, wherein the ECU is further
operable to execute instructions of:

determining a pre-stop phase relationship between at least

two wheels based on the count of the number of ABS
teeth stored in a bufter immediately prior to a valid stop
event;

determining a post-start phase relationship between the at

least two wheels based on the count of the number of
ABS teeth stored in the buffer immediately subsequent
to a valid move event; and

correlating the pre-stop phase relationship and the post-

start phase relationship to determine the change of direc-
tion.
18. The system of claim 17, wherein the instruction of
determining the pre-stop phase relationship comprises
recording a pre-stop value corresponding to lead, lag, or in
phase relationship for each wheel;
the instruction of determining the post-start phase relation-
ship comprises recording a post-start value correspond-
ing to lead, lag, or in phase relationship for each wheel;
and the instruction of correlating comprises:

multiplying the pre-stop value and the post-start value for
each wheel,

summing each multiplication result; and

determining the change of direction based on a sum of all

multiplication results.
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19. The system of claim 18, wherein the instruction of
determining the change of direction further comprises:
determining the change of direction when the sum of all
multiplication results is a negative value; and determin-
ing no change of direction when the sum of all multipli-
cation results is a positive value.
20. The system of claim 19, wherein the instruction of
determining the change of direction further comprises:
determining a confidence level based on an absolute mag-
nitude of the sum of all multiplication results.

#* #* #* #* #*
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